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A Standard Car Axle. 


The advantages which would result if all the car axles in 
use were made of some uniform size and proportions have been 
so obvious that for the past few years efforts have been re- 
peatedly made to bring about the adoption of some common 
standard by the railroads in this country. Their efforts have 








resulted in a resolution adopted a few years ago by the Master 
Car-Builders’ Association, recommending the general adoption 
of a standard, since known as the ‘“ Master Car-Builders’ 
standard.” The size of the journal of this axle is 3% in. di- 
ameter X7 in. long. A committee was appointed by 
the Master Mechanics’ Association a few years ago to investi- 
gate and report on this same subject. This committee re- 
ported at the meeting in New York last year, “ that the Mas- 
ter Car-Builders’ standard be recommended for use for cars 
and tenders.” The Association refused to comply with the 
recommendation of the committee, but took no other action, 
80 that the subject is still cpen for consideration by it. At the 
last meeting of the Master Car-Builders’ Association a com- 
mittee was appointed to reinvestigate the subject and report 
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at the next meeting, so that it is likely to be reconsidered, but 
with what result it is now, of course, impossible to say. 
It is, however, certain, that,if the Association should rescind 
its original resolution and recommend the adoption of some 
other standard, whatever influence it may have in bringing 
about the adoption of a common standard would be lost, and 
that all its past and future action on this subject would be re- 
garded as idle and unworthy of attention, because it would 
be said that the Association might at any time adopt some 
new standard and abandon the old one. It is therefore, we 
think, desirable to show that the standard adopted is a very 
good one, and very little if any larger than those used else- 
where. For this reason we have had the journal of the 
standard axle adopted on the Prussian state railroads cn- 
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graved. This, it will be seen, is 3% in. diameter x 6% in. 
long, or the same size as the Master Car-Builders’ standard, 
except that it is 4% in. shorter. The axle is 5% in. in diameter 
in the wheel-seat, and is considerably heavier than the 
standard referred to, owing to the fact that it is made larger 
between the wheels. 

This form of axle is used under four and six-wheeled cars, the 
weight of the former being from 16,000 to 23,000 pounds, and of 
the latter from 23,000 to 31,000 pounds, so that the journals must 
carry from 3,800 to 5,750 pounds each, weights which are near- 
ly the same as those carried on some American car journals. 

The foreign axles exhibited at the Centennial have journals 
of the following sizes: Russian, 3% 6 11-16 and 344x6% in.; 
Swedish, 3%%7 in.; Belgian, 3%%6 11-16 in.; German, (ex- 
hibited by Krupp) 3 15-16X6 11-16 in., which are not far from 
the size of the Master Car-Builders’ standard, showing, 
that in those countries they have arrived at conclusions very 
similar to those which the majority of the American Association 
reached here, and quite independently of each other. 

On the same page with the car-axle journal is shown a sec- 
tion of the standard steel tire for car wheels—steel-tired car 
wheels being almost exclusively employed in Europe for pas- 
senger cars. It will be noticed that the tire is turned with 
two tapers, the one, near the outer edge, being steeper than 
that next the flange; the object apparently being to reduce the 
effect of the wear at the point where the tire bears on the rail, 
or rather to prevent the excessive wear at that place from 
forming a groove in the tire, and also to increase the action of 
the cone of the wheel when the outer edge of the latter bears 
on the rail. 

It was also noticed at the Centennial Exhibition that the 
cone of some of the foreign wheels there was considerably 
greater than that commonly used here. Measured as accu- 
rately as was possible with a square, the blade of which was 
8 in. long, it was found that the Swedish tires had a full 4 
in, taper on one side, in the length of the blade of the square 
or in8in.; the Russian and Belgian each 3-16 in., and the 
German (exhibited by Krupp) a full 4% in. in that length. This 
was the amount of taper on a side ; of course, if the diameters 
had been measured their differences in length would have been 
double the taper given, 

The question, “what is the best taper for car wheels?” 
seems, however, to be as far from solution as ever. 








Gontributions. 








The Justifiable Expenditure for Improvement in the 
Alignment of Railways. 


BY A. M. WELLINGTON, ©, E. 
(Copyright 1876, by the Railroad Gazette.) 
(Continued from Page 457.) 


{HE PEOPER BALANCE OF MAXIMUM GRADES FOR AN UNEQUAL 
‘ TRAFFIC. 

An engine which has carried a full load in one direction must 
return at very nearly the same expense whether it be fully 
loaded or not. If therefore the traffic 18 permanently heavier 
in one direction than in the other, or there is just reason to ex- 
pect that it will be, the grade opposed to the returning traffic 
may be made heavier than that in the opposite direction by an 
amount sufficient to make the resistance of trains, and hence 
the requisite motive power, the same in both directions. No 
advantage whatever results from reducing the return grade 
below this (beyond the inconsiderable amount which may be 
justifiably expended to reduce the rate of any grade, as pointed 
out under the head of Rise anp Fa), and a very great econ- 
omy may often be effected in construction. This problem is 
one of the simplest connected with railway location, yet it is 
also one of the most neglected—especially when the probable 
difference in weight of business is small—and this is largely 
due, as the writer believes, to an impression that it is a prob- 
lem of much uncertainty and greatly affected by the pattern of 
engine, condition of track and rolling friction—an impression 
which is.the reverse of the fact. 

Table XVII. already given (page 442) furnishes us a ready 
means of making up a table (Table G, below) giving the 
proper balance of ruling grades for any given inequality in 
traftic—without calculation and in a simple and evident man- 
ner—and at the same time the means of determining the effect 
of variations in the pattern of engine, ratio of adhesion, ets, 
For example, if the grade opposed to the heaviest traffic be 20 
feet per mile, the net load of cars and freight which an engine 
will draw up that grade in addition to its own weight is—by 
the fifth column of Table XVII.—103.8 tons per ton of adhesion 
or tractive power. If, in returning, the total weight of cars 
and freight will be only 0.5 or 0.8 as much, the load on the en- 
gine will be only 103.8 X 0.5 = 51.9 tons, or 103.8 < 0.8 = 83.04 
tons, per ton of traction, and the grades up which the same 
engine will haul those loads we see by Table XVII. to be 59 
feet and 80 feet per mile. In this way Table G was compiled. 

In computing Table G it is obviously necessary to take the 
total weight of cars and freight each way, inasmuch as the 
empty cars must be hauled back whether full or empty. To 
determine the corresponding disproportion in freight only: if 
the cars be taken as of equal weight with the average full load, 
we have as the full load, car 1.0 + freight 1.02. Then if 
the ratio of the gross return load be 0.7, we have 

0.7 X 2 = 14— 1 (for car) = 0.4 
as the corresponding ratio of return freignt only. If the car be 
assumed to weigh only 0.8 of average full load, we have 
Car, 0.8 -+- freight 1.0 = 1.8; & 0.7 = 1.26; — 0.8 (for car) = 0.46 

as the corresponding ratio of return freight only. Table G is 
headed, for convenience, with these corresponding ratios of 
return freight only, in addition to the ratio of the gross weight 
of cars and freight. 

Now, to determine the data given at the foot of Table G, as 
to the effect of a different pattern of engine, etc., let us sup- 





pose that the engine, instead of weighing only ten times its 
adhesion or tractive power, is of the “American Standard” pat- 
tern and weighs 12 times its adhesion. The net load per ton 
of traction, given in the fifth column of Table XVIL, will then 
be decreased throughout by two tons. Hence, on a 20 feet 
grade, such an engine will haul 101.8 tons per ton of tractive 
power, instead of 103.8 tons, as above. Then, if the ratio of 
the return load, including the weight of cars, be 0.5 or 0.8, the 
same as assumed above, the corresponding grades for an 
“American Standard” engine will be found to be 58 and 30 feet 
per mile, instead of 59 and 30. If the grades were figured out 
to tenths, the exact difference would be found to be 1.4 feet in 
the first case, and 0.4 feet in the second case. 

In this way we may test the effect of any number of different 
assumptions, with the results shown at the foot of Table G; 
and we shall finally reach the conclusion that the proper bal- 
ance of ruling grades approaches nearer to being absolutely 
independent of variations in the weight or pattern of engines 
and cars, condition of track and rolling stock, rolling friction, 
ratio of adhesion, or other external conditions, than any other 
question connected with railway location; the extreme varia- 
tion for any reasonable or probable variations in any of the 
above respects, and for the largest probable disproportion of 
traffic, being only 1 to 3 feet per mile on grades below 100 feet, 
and a little more above that. There would seem to be a gen- 
eral impression that, on the contrary, this isa highly uncertain 
and dubious question, varying widely with the premises as- 
sumed, At least this may partly account for the fact that the 
whole subject is so commonly neglected, and for the further 
fact that, if we may judge existing railways, when a solution is 
attempted it is so frequently erroneous, As a prominent ex- 
ample of this tendency to error, we may notice two recent esti- 
mates, which, in combination with each other, constitute the 
instruction proffered on this subject in Vose’s ‘“‘ Manual for 
Railroad Engineers.” Each of these estimates differs widely 
from Table G, but each of them also contains grave numerical 
errors. They also differ widely from each other, and with 
rather distracting effect to the inquiring student, as their er- 
rors are in opposite directions. We have felt bound to correct 
these estimates in detail in the foot note below, as they have 
been widely reprinted elsewhere, and more especially because 
the weight of the distinguished names connected with them 
would otherwise undoubtedly cause the conclusions of the pres- 
ent writer to be rejected without the formality of an examina- 
tion. It will be seen, however, that they agree closely with 
each other, and with Table G, when their numerical oversights 
are corrected,* 

EFFECT OF UNEQUAL GRADES ON PASSENGER TRAFFIC. 

It is to be remembered that unequal grades are always ob- 
jectionable for passenger business, since the weight of passen- 
ger trains is necessarily the same, or nearly so, each way. 
Therefore there is always a certain value in reducing the high- 
er rate of grade, although it may be quite unobjectionable for 
the unequal freight traffic, or even offer less resistance than 
the lower rate of grade in the opposite direction. In such a 


* The estimates referred to (See Vose’s Manual for Railroad Engi- 
neers’ son, on “ Balance of Grades for an Unequal Traffic’) are 
for the Portland & Ogdensburg Railroad and for the Shenandoah Ex- 
tension Railroad, The first assumes a 42-ton (of 2,000 lbs.) engine, all 
on drivers, and a 23-ton tender, or 65 tons in all; 1-7 adhesion (12,000 
bs.) and 12 lbs. per ton rolling friction. With these data, the load 
of cars and freight which the engine can draw is : 








|Instead of—, 
On a grade Tonsof | (as given | 
of 2,000 Ibs. y esti- | Formula. 
mate ) | 
12,000 
116 ft. per mile 149.5 170 —— — 65 = 149.5 
12 +. 43.94 
12,000 
mee 109.4 117 en =e 65 = 109.4 
12 +- 56.82 
12,000 
m««.« 71.75 17.6 —— — 65 = 71.75 
12 + 75.76 











‘These errors materially alter the balance of ruling grades. It was 
assumed that there would be 3 tons east to 1 ton west, in cars of 


equal weight with a full load. With those premises, the proper 
alance is: 





Corresponding grade | 
coming east. 




















Grade 
per mile) | Deduced| Formula, with 
eorna |Given by; trom | Accord- | data of estimate. 
west. jestimate| dataof| ing to | 
estimate |Table G.| 
| 6-4 X 149.5 + 65 5,280 
116 ft. 63 ft. | 78.3ft. | 78 ft. i ——— — 12 





12,000 2,000 


12,000 





150 “ 93“ (106.8 “ —12 
| 2,000 


5,280 
200 “ /136 * 2 





| 6-4 X 109.4 +. 65 5,280 
106 « { 
J 


| 6-4 < 71.75 +- 65 
152.0 « | 149 * 
| 12,000 2,000 

Even accepting the estimate’s loads above as correct, the proper 
balance of grades would not be as it gives it. They would then be 
67.3, 100, and 143 feet, instead of 63, 93, and 136, as above. In con- 
struction 116 feet grades going west and 63 feet coming east were 
—p. instead of the true balance of 116 and 78 feet. 

The estimate for the Shenandoah Valley Extension grades 
will be corrected most quickly by reprinting an extract with correc- 
tions in brackets : 

“If the gross load of a train on a 30-feet grade be 541 tons, engine 
and tender being 63 tons, the cars and coutents will weigh 478 tons; 
or, if 18,000 Ibs. be allowed for each car and 22,000 Ibs. for the load, 
then the number of cars will be 27 (22.9) and the net load 297 tons 
(262.9 tons;—The engineer making the estimate has distributed up 
the weight of his engine between cars and freight). 

“The e requiring double power to that required on a 30-feet 
grade will be 843¢ feet [73 feet—formula ; 

11,160 « 2 
————-— = 541 -+ 63, whence z = 73, the same as in Table Gi). 
9.2 + 38x 

It the return cars be 44 loaded the gross weight of trains will be 
380 tons [343.8] and the corresponding inclination 53 feet (60.8:—by 
Table G, 61 feet). The inclinution that would employ the full power 
of an agsistant engine to haul 380 tons [343.8 tons) would be 130 feet 
[147 feet]; but allowance must be made for the weight of the assist- 








antengine. Making such allowance, 121 feet by data of the estimate, 
by Table G to be given hereafter, 119 f. et, 


case the value of reducing the rate of the maximum grades is 
divided between the two—being so much for each daily pas- 
senger train on the higher rate of grade, and so much for each 
daily freight train on the lower rate. For example, let us sup- 
pose that the grades on any road are 50 and 64 feet, and that 
the ratio of the weight of freight trains in opposite directions is 
the same as on the Pennsylvania Railroad, viz. as 1 to 0.7 
Well adjusted grades for the freight business would be (by 
Table G) 40 and 54 feet; well adjusted grades for the passenger 
business would be 50 and 50 feet. There is therefor a certain 
advantage, and hence a certain justifiable expenditure, to re- 
duce either rate of grade, although the other remain constant, 
The value of reducing the 50-feet grade to 40 feet is so much 
per daily freight train or per freight car (given in Tables E 
and F); while on the other hand the value of reducing the 64- 
feet grade is so much per daily passenger train (also given in 
Table E), since it fixes the weight—not of the passenger trains, 
which are unchangeable—but of all passenger engines. When 
Tables E and F are thus applied, however, to passenger or 
freight trains exclusively, there is a certain error, because they 
were made up for an average of beth passenger and freight 
business. The true values per freight train would be about 10 
per cent, greater than in the table, and per passenger train 
about 20 per cent. less.t+ 

Even if the business of a road consists of three distinct 
classes of traffic, viz., passenger, freight and mineral, each one 
of which would require a different balance of ruling grades, 
this difference need introduce no confusion in estimations of 
the value of reducing grades. For, if the number of daily 
trains in each class and the cost per train mile for each class 
be known or estimated, it will be seen at once by consulting 
Table G what class or classes of traffic any proposed reduction 
in grade will be valuable or worthless to, and an estimate may 
be made for each class separately, from Tables E and F. 

THE EXTENT OF THE DISPROPORTION OF TRAFFIC ON VARIOUS 
RAILWAYS. 

Few roads and no State reports give statistics in detail of the 
freight traftic in opposite directions. It is pre-eminently one 
of those questions which are easily enough determined for any 
particular railway by a special investigation of the facts on 
connecting or adjacent railways—and always should be so de« 
termined—but which cannot be investigated in any general 
form. We give below, however, in Tables XXI., some miscel- 
laneous facts bearing on the subject. They are sufficient to 
show the general fact that on all the great east and west trunk 
lines, or on any other railways the business of which in one 
direction consists mainly in the transmission of cereals and 
other agricultural produce, the disproportion in traffic is very 
uniformly 3 or 4 to1. They also show that this ‘disproportion 
is subject both to sudden fluctuations and to a gradual and 
permanent change. A little investigation for any particular 
road, if extended over a period of years, will give very close in- 
dications as to the probable disproportion, and probably effect 
an important economy in construction, even if the dispropor- 
tion be slight. 

PRACTICAL EXAMPLES OF THE ADJUSTMENT OF GRADES FOR UN- 
EQUAL TRAFFIC, 

As an anii-illustration we may take almost any railway at 
random. Let us take two of the most sagaciously located rail- 
ways in the United States—the Pennsylvania and the Ene Rail- 
way. As stated in the last paper (page 457), the Pittsburgh 
Division of the Pennsylvania Railroad is 118.8 miles long, and 
has 53-feet grades each way, except for a few miles of 95-feet 
grade going west from Altoona. The latter is operated by as- 
sistant engines, and we pass it over for the present ; but on the 
remainder of the division the weight of cars and freight west- 
ward is only 0.7 of that eastward, except in the immediate 
neighborhood ot Pittsburgh. Therefore, if 58 feet were the 
lowest attainable grade coming east, any grade less than 80 
feet going west would have been entirely unobjectionable, so 
far as freight business is concerned, and if the 95-feet grade 
had been reduced to 80 feet (as Mr. Herman Haupt says might 
easily have been done, in the address before the Massachusetts 
Legislature before referred to), the use of assistant freight en- 
gines might have been entirely dispensed with over the whole 
division, For a short distance near Pittsburgh, however, the 
grades westward should be no greater, or even less, than those 
eastward, if possible, on account of the local mineral traffic. 
All this could hardly have been foreseen with much precision 
at the time of the original location; but if the road were now 
to be entirely reconstructed and the number of trains of each 
class over different points of the line were known, it is alto- 
gether probable that the total cost of constructing the division 
could be considerably reduced, while at the same time its 
value, for operating purposes, would be very considerably in- 
creased. 

The same is true of the Erie Railway, although the writer 
would not be understood as questioning the consummate engi- 
neering skill with which that road was carried through the 
mountains and the wilderness, in the early days of the profes- 
sion, without the tunnels and other engineering luxuries 
(always excepting the Starucca Viaduct) and with the most 





+The writer originally attempted to determine separately the 
value of improvements in alignments for passenger and freight 
trains, but found it wholly impossible to do so, as the attempted 
separations of expenses on different roads are necessarily in a large 
degree pure guess work, and fluctuate wildly. On the great east an¢ 
west trunk lines the difference in cost per train mile is usually un- 
important, and the same is true of the average of all the railroads of 
New York, it the “ allotments ”’ to passenger and freight business 12 
the State Reports may be considered as having any value whatever. 
On such roads ag the Illinois Central and the Louisville & Nashville, 
the cost per freight-train mile would appear to vary from 10 to 20 
per cent. above the average, and the same amount below for passeD- 
ger trains. On the Philadelphia & Reading Railroad the cost per 
freight-train mile is about 10 per cent. greater than the average, pet 
coal-train mile 60 per cent. greater, and per passenger-train mile 10 per 
cent. less, taking an average of the last five years. As a rude average 
between all this guess work there can be little doubt that the treight- 
train mile costs about 10 per cent. more, as a rule, than the ave A 
and the passenger-train mile, about 10 or 20 per cent. less, and 
value per train of improv ts in alig t may be taken as differ- 
ing very nearly in that proportion—as a bal bet various COR- 








siderations that we cannot now enter into. In many cases, however 





notably in New England, the passenger-train mile is reported as cost- 
ing more than the freight. 
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sagacious adaptation of present means to future requirements. 
Nevertheless, the Erie Railway and its branches have lament- 
ably ill-adjusted ruling grades at various points, apparently 
owing to the mistaken idea that if a lower grade can be se- 
cured at any point by a moderate expenditure it is always 
advisable. ‘The Delaware Division ascends eastward out of 
Susquehanna on a 60-feet grade for 8 miles, thence descends 
on a 57 and 49-feet grade for about 7 miles to Deposit, and 
thence descends on a maximum of 15 feet per mile for 90 miles 
to Port Jervis, but this latter grade is in effect increased to 25 
feet at least by sharp curvature. Now in descending from the 
summit the low grade is attained by following down the hill- 
side at a nearly constant elevation of about 40 feet above the 
valley, with much curvature, about one mile more of distance, 
and at least twice the cost per mile for construction which 
would have been necessary for a line located in the bottom of 
the valley on a grade of 60 or 70 feet per mile. This would 


have been quite unobjectionable in connection with the low- 
grade line eastwardly, as it would simply-have more nearly 
consumed the power of the assistant engine necessary in any 
event,as we shall see when we reach the subject of assistant 
engines; and it will be seen by Table G that even 80 or 90 feet 
would be no more than equivalent to the 60-feet grade ascend- 
ing eastwardly. In the same way, on the Eastern Division, 
the grades on the main summit east of Port Jervis are 46 and 
60 feet, an approximately correct adjustment; but the advan- 
tage therefrom is largely neutralized by the short ‘“Ox- 
ford grade” of 59 feet per mile for about three miles 
going east. This difference in grade is not sufficient 
for the economical use of assistant engines (although 
they are so employed to some extent), as only a frac- 
tion of the power of an assistant engine can be used. Hence 
this short grade has the effect of limiting the weight of trains 
in both directions to a very considerable extent. If it were 

















saved would have been, by Table A (page 379), at 7 per cent, 
for capital and for a business of 20 trains daily (less than the 
business of the Lake Shore road at that time) $8,900 x 20 — 


A final instance we may take from the location of a railroad 
in Western Pennsylvania which has a maximum of 26,4 
feet per mile coming east. The distinguished Chief Engineer 
of that road said in his report on the location of the line that 
“the maximum of 79.6 feet per mile going west being in favor 
of the great excess of east-bound tonnage will require no 
assistant engines, but be operated with a large surplus of 
power without their aid.” Table G will show that this excess 
of tonnage would have to be great indeed, as the returning 
engines would not even be able to haul back the empty cars, 
It was an absolute certainty that assistant engines would be re- 
quired on this road, independent of any possible differences 
in the character of the road-bed and rolling stock; but lest 








TABLE XXI.—A. 












































he might otherwise appear unjustified in such a statement, the 

















































































































TABLE G. writer has made inquiries and learns, as was wholly unavoid- 
Showing the Ratio of Freight Westward to Freight Eastward on the) Syowrna THE PROPER ADJUSTMENT OF RULING GRADES FoR AX | able, that assistant engines are regularly employed. 
Pennsylvania Railroad, Faeguas. Tagen according to the average performance of ————— 
ines on merican Railways. ' 
Freight only (excluding wt. of cars). Freight : 7 : American Bridge Con ction. 
RETURN GRADES 
Year. eet | 7a, | aint ~~ || and cars. Oftering oar aa 7 Rerees The September number of the Journal of the American Soci- 
i . ae g oty of Civil Engineers contains the following : 
1859 Fe aot all | 0.90 0.61 0.08 ost nies iiciiag all 0.9| 08| 0.7| 0.6| 05 | 0.35 Lig Paul Eemsget, of the ogee dl Technical Bchool, Mos- 
atiaae bbO6 Y r y x PORE cow, Russia, now 8 coun Ww the Secretary substan- 
anaes ae a Me a Ae ge PE Me tay as follows 
Bapesenreses rd = He myo Pun Mine saagipp stirs “\coal cars| The object of the American Society of Civil Engineers—the 
1816. ececess.|| 0.86 0.15 0.19 0.60 "18 1 61.41 9 Rinpty lot arene | aie a aaa vaio amontiae ood. heeoteed Daten ee: 
| ents: ania aia weight re- | 8 one q! entific and practical. eving this 
v dsticntaibidens Ratio of freight only in cars weighing|tur ning | respec request assistance in a scientific undertak 
ae =. po) spote ms Re... | aa  Puiledetwhie the dis’ ay) of load. ~ empty. aim of m: i conbtiaston in this country by the Connell the 
roportion is much greater than shown above, while on the other 0.82 ; 0.64 ; 0.46 0.28 , 01 — t. I Techmical School of Moscow and the Russian Govern- 
d at Pittsburgh the immense local mineral traffic has the eftect of Thi t wonderful progress of Ameri 
making the tonnage east and west very nearly equal. The move- 2 6 10 16 4 43 aie YF meer iaiesnsen iP Ee . aa “ys engineering re- 
ment of loaded cars, at Derry, 308 miles from Philadelphia and 47 8 | 12 | 17 | ° 9 33 54 8 almos urope, and even its true scientific 
miles from Pittsburgh, shows a disproportion almost precisely the 14 18 32 42 66 principles are misunderstood by most of the European profes- 
same as that given above for through freight only. 19 yt 31 39 61 1 sional public. This fact is to be regretted in all ay e It 
The column’of “ freight and cars ” was deduced from the previous 25 30 37 47 59 88 delays the progress of one important art not only in Euro 
statistics, by assuming the average load to be equal to the weight of 30 36 44 54 67 98 but partly also in this country. Besides this, many engineers 
cars. If greater, the ratio would ot course be less. 35 “ = = e od and manufacturers here, who could with great «ase compete 
— - rn, 46 with those of land and Belgium in construction of bridges 
TABLE XXI.—B. 57 | 6 | 7% | 0 | 107 | 16 in Russia and other countries of Europe, which more or less 
68 17 89 104 122 t 
Showing the Ratio of Freight North to Freight South on the Lowisville & 79 89 - 117 4 Ha pee only edn ow Cased alt prosont in position. to by Ag 
* ‘d a 
Nashville Railroad. a = ion 143 209 try in = engineering is supposed to be conducted in quite 
ms en ang sp 110 123 187 155 177 an emp) manner. 
Percentage of increase or de- 121 134 149 167 190 237 Such regretful misconception of European professional men 
crease in freight tonnage from| Ratio of Freight 132 145 160 | 179 arises from the present state of American technical literature; 
Year. previous year. North to Frei’t 142 | 156 | 170 | 191 215 261 it is quite r in comparison with that of Europe, which is 
a | (273 
South. 1 7 4 4 a 398 full of d tions of all constructions of some interest, with 
Southward. | Northward. “a | mm details and : ovings — large scale. h. fow exceptions 
pane Saat. == 1088 WOFKS OC € 8 are cae n suc 
1866—67 0.48 REMsRK.—This table is practically independent of any probable | scientific manner, whence the foreign public is led w think 
186768 a oy 429. 6 0.67 vsieltege in he pons —— ration of oeten, Ly that they are directed in an empirical manner and cannot an- 
196869 730. 5 139. 8 072 on. The extreme varia = resulting from ony = = ve swer the requirements of real art and science, This opinion is 
1869—70 151. 5 | +17; 8 0.56 Ee nee about as tollows : so established that reports of commissioned experts on the 
1870—T1 124. 6 +29: 4 0.48 _ For a Rolling Friction 2 ibe. por ton lass (8 the.) gress of American engineering are discredi articularly 
— 6: Cookene these reports are not accompanied with sulticient data 
Average. +24. 8 {29.15 0.582 Subtract trom got given Onder vy Under am Gate Jd +; ae drawin Sad ye app hed an eminent French 
na james epee <a | eeeNae-aantnn| ans sist SainNERSES opposite, column (0.7) | column (0.5) | colum neer . eux, ‘om this same reason, and 
1871—72 +30. 2 + 5.9 0.47 . ; . . 

. ‘ the persons who, from theoretical points of view, have accepted 
ge + AS : + 7 : eo Level sevcecssecee sesccees ; z | 4 his conclusions and those of other commissioned seporterss ane 
187475 ae | —- 0.68 nc etriaeieanneer eas 1 2 2 accused of an attempt to pervert the public sense with accounts 
1875—76 —15.9 | +27. 4 See Res tes ee of constructions of a superficial character, because in Europe, 

Neha : SL Nes eee F —_—— ———— | as through the whole world, the — knows more of bridges, 

Average. | i. ie -+14.12 0.716 For a odiing —— 2 Ibs. per ton greater (12 lbs.) add the same | ete, which have failed than of others which stand and are per- 
= ber of teet per mile. fect. 

Average of entire For a dyfferent pattern of engine: “ American standard” (or any en- ‘As, in my lectures, I advocate the su ority of American 

period. +11.66 +20. 8 | 0.649 sine weighing 12 times its tractive power). bridges and foundations, the counsel of the leenecial Technical 








REMARK.—These statistics are deduced from the ton mileage of 
freight over mainline. The great and sudden change in the matle ot 
fraght north to freight south in 1875-6, it will be observed, is due to 
the co-operating effect of a large decrease in southward-bound traffic 
and a large increase io northward-bound traffic at the same time. 

Averaging the above percentages of inerease for each year does’ not 
give a strictly correct percentage for the av e growth of business. 

f the traffic in each direction for the first and last year above given 
be taken, the average ratio of growth will be found to be 9.5 per cevt. 
per year for south-bound freight and 19.1 per cent. per year for 
north-bound freight. 





TABLE XXI.—C. 
Showing the Disproportion in Freight Tonnage in opposite directions on 
Various Railways, 

















Dispropor- 
tion in f't. 
Name or Roan. Year. Remarks. 
East- | West- 
ward.| ward, 
Boston & Albany....... 1867 1 | 0.38 |Through freight only. 
Lake Shore & M.8......| 1872 1 | 0.87 
Tilinois Central......... 1864-72)>1 | 0.37 
Union Pacitic.......... 1875 1 2.33 |Through freight only. 
Portland & Ogdensb’gh.| 18654) -1 | 0.36 |Est. of Engineer. 
L. Ont. & Atlantic......) 1 |02;« “ ” 
Shen. Valley Extensions) 1870 1/025), * # a 








Remarks: Boston & Albany.—Statistics taken from an ‘‘ Address 
on Transportation” before the Massachusetts Legislature by Edward 
Crane. writer knows of no other or more recent source. 

Lake Shore & Michi; Southern and IUinois Central.—Statistics taken 
from Mr. L. P. Morehouse’s paper on “The Cost of Transportation on 
Railroads. For the Dlinois Central, Mr. Morehouse states only that 
for a period of 8 years, ‘the average train ap to consist of 9 

and9 empty cars and the way car.” the cars were all 
loaded in one direction, this would require that they should return 
empty, and after 


Union Pacific.—The way freight (more than double the through 
freight) is not separated th rr 


the difficulty, in many cases, of forming correct estimates of future 


business; in 1865 it was estimated that the 


tonnag itward ‘ t 
was 112,000 tons yearly and was increasing ® the oan ‘of 200 per business of the Canada Southern. As it was built almost ex- 


cent. It was estimated that this amount would be “ 
enormously”’ and would be 300,000 tons “ 
completed.” In 1875, ten years thereafter, 


asmuch more. The Pp ger traffi 

the same time as 300,000 west and 250,000 east. It is now (1875) 137 

000 weet and 73,000 east. 
Portland & 





fix the date. 


* | cured without much difficulty, but in going west it was obtained 


1 
making all all it would eon, that the actuai | River and one or two miles of distance.t Now for any usefu 
disproportion must, be at least as greet as on its eastern connections. purpose subserved, the additional cost of this developed loca- 
to east and west bound. as illustrating tion might far better have been thrown into the sea, for let us 


— ie seek was | Lake Shore and the Great Western railways, it might reason 
tonnage was only 116,000 tons and the local tonnage oalienel about | #bly assume a corresponding business both in amount and in 


ic was estimated at| character. By Table XXI.—C, the westward freight would 


Ogdenburg.—The estimate for this road has been al-| grade to 15 feet going east would be 35 feet. If a 35-feet grade 
Teady referred to. The writer has not the reference at hand to se 3 






























School, and the Government, commissioned me to this country 


—— 
Subtract from grade given| Under fourth|Under sixth|Under last} in order that I might gather information about the state of 














opposite. | column (0.7) | column (0.6) |column (0.85) | American engineering in comparison with European. I have 
0 as a already seen and collected sufficient data and drawings to 

1 a 65 satisfy me, that in advocating the superiority of American 

oe 2 4 9 bridge work, I have not made a mistake; but such is not 

- 2 6 14 sufficient to induce the professional public, influenced by the 

| 4 9 22 extensive European literature, to accept my conclusions, par- 

| 5 la os ticularly as new writers have begun to ballast American litera- 


ture with compilations from merely analytical and not really 
theoretical European works. As, in their compilations, the 
European genetics is advocated, the public is led to believe that 
the original American practice, notwithstanding its large exten- 
sion, has not given valuable results sufficient to satisfy the spec- 
ulative mind, and that consequently the on ractice, al- 
though defective, is most correct theoretically. (and I am 
sure, the other engineers, similar'y commissioned to this coun- 
try), are of the contrary opinion; but in order that our views 
may be accepted by those who have not been in this country or 
who are not interested in such acceptance, it is necessary to 
haye more materials than I have or can obtain in my short stay 
here, and therefore I must ask assistance in pemaing informa- 
tion. This matter is in direct connection with the advancement 
of engineering and the true interests which are represented by 
your ety; the aid thus rendered in gathering information, 
will at the same time serve the interests of science and en- 
gineering art. , 
I wish to refer to principles and not persons, and for this 
reason I desire to have data of most of the different kinds and 
ualities of construction; portectasty of structures which have 
failed, for of such, generally, the experience is—for scientific 
and speculative investigation—more fruitful, than those which 
have not failed. To make a true impartial comparison and to 
arrive at an instructive conclusion concerning different con- 
structions of one class, it is necessary that the data should be 
on one scale, With this view, before leaving Moscow, I had 
sheets of questions relating to bridges and foundativns print- 
ed, copies of which hand you. It iw desirable to 
obtain information in reply to each question, 
which information will be found on the working 
drawings, or in the notes and specifications, I shall, how- 
ever, feel obliged for every kind and extent of information re- 
la to this matter. All such will be highly appreciated and 
fruitful, particularly if accompanied by drawings—preferably 
to large scale—or even sketches or details, either, with mea- 
sures written on them, #0 as to give a good understanding of 


opens of construction, 

information gathered in this country, with that obtained 
in England, France and German, will be published in my re- 
port Russian and English), and I will send copies to those, 
who favor me with the data and information desired. 


For a “ consolidation” (or any engine wang 8 times its tractive 
power) add the same number of feet per mile. 

For a tank engine (or any e weighing 6 times ite tractive 
ower) add twice the number of feet per mile above, and for grades of 
bo feet and over 24 times. 








absolutely unavoidable, ruling grades of 59 feet east and 88 
feet wost should have been at once adopted for the entire 
division and freely used, wherever the cost of construction or 
the length of the line could be reduced thereby. In this way 
the cost of construction would have been very greatly reduced, 
several miles of distance saved, and the operatin, value of the 
line, as a machine to accomplish a certain end, not appreciably 
diminished even if it were not increased by the shortness of 
the line. On the Buffalo and Western divisions, and on many 
of the branches, also the ruling grades have been made the 
same each way at considerable expense and without any 
sufficient compensating advantage. 

As a third example, we may take the Canada Southern Rail- 
way, which is located throughout with maximum grades of 15 
feet per mile in each direction. In coming east this was se- 


only at a cost of over $100,000, a heavy crossing of the Grand 


consider the value of the distance lost and the nature of the 


clusively as a great through freight line to compete with the 


probably be only 0.37 of the eastward, and the corresponding 





west and direct line had been adopted, the value of each mile] - yr, J. Hickson, General Manager of the Grand 





’ —— Trunk Railwa has tendered his resignation tw 
Lake Ontario @ Atlantic: Shenandoah Valley Eztension.—The ot tee the exact correctness of these ’ n 4 

to Bese al road to connect Lake On- | , + The writer does not guaran the board. action is said to have been taken in cou- 

igate wath the Mhecuee Teunal, and eo found { in some remarks on | *6ures, but the facts were somewhere in that — ot 4 sequence of & propo visit of ex-President Potter to 


rtation before the Massachuset 
easterly to Covington on the Chesapeake & Ohio. (See 


ta ature, 1868, The lat- have been given to him at much larger 
ter was designed to extend from Russellville, in East Tennessee, north- | ® understood as mens SS we = Son pwn be 





Canada to look after the interests of the road. There appears 
to be a lively mem in the board, Mr. Potter making charges 


respect. in 
eidiy ceneniots to entiens, se 2 eagues somewhat frecly. He says that he re- 





Gasette, July 5, 1873, page 267). It may therefore be taken as 


xi- | ton on almost any railway v7 show that engines nebeeny | fe § sf 
metely fixing the disposition on all the northeasterly trunk lines of! Work in one direction, but it is @ very unobtrusive source , 





against his co 
Signed chietly in consequence of the repeated refusal of the 


and hence attracts little attention. board to sanction a proposed official visit to Canada. 
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Editorial Announcements. 


Passes,—All persons connected wth — this nod ty oat are forbidden to 
ask for passes under any cirow 8, and pina be thank- 
ful to have any act of the kt ind reported fo thie 48 office. ' 

letters should be addressed and drafis 

aha to aa RaiwRoap Gazette. Vommunications 
of the Hditors should be addressed Eviron 


| ak 





pa 
for mais? 
RAILROAD ore 


Adver t We wish i di £ distinctly understood that we 
will entertain no pr to publish ouething in this jour- 
nal for pay, EXCEPT IN THE ADVERTISING COLUMNS. We give 
in our columns ouR own Opinions, and those only, 
and in our news columns present 
sider interesting 





y such matler as we con- 

and important to ao readers, Those who 

wish to recommend their inventions, machi upplies, 

las ogre ee etc., to our readers "oan do 80 fui nm our 

umns, but it is useless to ask us to recommend 

them sitoialy. y elther for money orin consideration of adver- 
tising patronage. 


Contributions.—Subscribers and others will materiall 


sen us early informaliom of ends wh le they wil 
‘formation of events which Rte A ag te - 
their observation , such as changes in railroad officers, Aas 5 


zations and changes of ies, the letting, progress and 
completion of contracts for new works or tenpe ai lemrone- 
oar of aay gay oo mye in the ion of roads 

nd machi and wn me management, particulars as to 





the business of railroads, and suggestions as to its improve- 
D of subjects obs nerd to ALL, DEPARTMENTS 
of pr business acquainted with them 


ee a 
are especially desired, cashes bp Sa e us by forwardin 
early vopies oo — o meetings, e -~ appointments, 

nd nual reports, some notice of all of which will 





THE PULLMAN PALACE CAR ‘COMPANY. 


The report of the Pullman Pi Palace Car Company, pub- 
lished elsewhere, is the second that has been made public, 
and it is the more interesting because it for the first time 
makes comparisons possible. In compiling the report, 
we have placed the figures for the two years side by side, 
which makes comparisons easy. 

According to both reports, the company is ina position of 
extraordinary financial strength, its assets being $2,800,000, 
or nearly 32 per cent., greater than its stock and debt, the 
interest on its debt amounting to less than one-sixth of its 
net earnings, and the surplus of these earnings after pay- 
ing interest, being equivalent to about 174 per cent. on the 
capital stock, while but about half of this surplus is divid- 
ed, the rest remaining to further strengthen the company. 
Moreover, during the last year, while increasing its assets 
by $400,000 it decreased its capital (by paying off bonds) 
by $216,500. 

The company fermerly paid 3 per cent. quarterly. Last 
year, however, the payments were, we believe, one of 3 
per cent. and three of 2 per cent., making an average de- 
crease of one-fourth in the rate paid, which, in view of 
the large surplus earnings shown by the report, seems 
strange, 

The report is not minute enough to show the amounts of 
earnings by different routes, or any details in the expenses, 
which would be very interesting. During the last year it 
was deprived of what had been one of its most valuable 
lines—the Michigan Central and Great Western of Canada, 
in connection with the New York Central & Hudson River 
—a line which was especially favored with a very large 
share of the travel between New England and the North- 
west. In place of this it obtained the Baltimore & Ohio, 
Atlantic & Great Western and Erie through line between 
Chicago and New York. The report, however, does not 
give the changes in lines over which the company’s cars 
ran, 

The stimulating effect of the Centennial Exhibition 
doubtless was felt in the returns of the last year. This 
year, however, closed with the month of July; and Cen- 

tennial travel did not become fairly active until after that 





month. Probably there has been three times as much of 


the travel over long routes to the Centennial—the travel 
which chiefly patronizes sleeping-cars—since July as be- 
fore. This must have had a most favorable effect on Pull- 
man earnings, which will probably be visible in the 
returns for the current year. 

It is an ill wind that blows nobody good, and the sleep- 





ing-car companies are probably the sole transportation 
associations which profit by the extremely low passenger 
rates. The low rates unquestionably do increase travel, 
and so increase the number of patrons of sleeping-cars, 
and we have not yet heard of any ‘* sleeping-car war” re- 
ducing the prices of berths one-half or so. The contests 
of the railroad companies must have brought the sleeping- 
cars a considerable increase of income. 

The Pullman Company increased its stock of cars from 
422 to 451 during the year covered by the last report, and 
the average cost reported for the whole stock is $18,500. 
The earnings were at the rate of $4,411 per car and the 
expenses $1,773, leaving net earnings of $2,638 per car. 
The gross earnings are at the rate of about $200 per berth 
per year, which indicates that the berths are let on the 
average about one-third of the nights in the year. The 
expense of maintaining upholstery and bedding was $390 
per car. 

The investments of the company in other sleeping-car 
lines apparently enabled it to earn $552,894 at an expense of 
$190,567, leaving a balance of profit amounting to $362,227, 
which is at the rate of 15} per cent, on the investment in 
these companies. This is on the supposition, however, 
that the rentals of the Central and the Southern Transpor- 
tation companies ($284,000), are not for lines so controlled. 
If, as 18 possible, the earnings from the leased lines are in- 
cluded in the totals, but not the number of leased cars in 
the assets, then the earnings per car given above are too 
large, as the total earnings should be divided by the total 
number of cars run by the company, and not by those 
owned alone, to find the average earnings and expenses. 

A company of this kind has not quite so stable a basis as 
a railroad company, for the reason that its business de- 
pends upon contracts for limited periods, which may not 
be renewed on expiration, as we have seen in the case of 
the Michigan Central andthe Great Western of Canada. 
Moreover, if renewed, the railroad companies may not give 
as favorable terms as formerly, and we believe that there 
is a general tendency among the companies, after the ex- 
perience they have had during this first age of 
sleeping cars, to believe that their contracts with the 
sleeping-car companies were too favorable to the latter, 
Thus we may say roughly that the sleeping-car carries 
about half as many passengers as the ordinary first-class 
car, and weighs one-half or two-thirds more. The rail- 
road company hauls one passenger and ene ton of sleep- 
ing-car at express speed for the same price as one passen- 
ger and 700 lbs. of day cars. Of course it costs something 
to haul the additional 1,300 lbs. of car: the first-class 


Sreight rate on such a weight, distributed equally between 


car and load, would be, in ordinary times (when there is 
no freight war) $9.75 from Chicago to New York, or about 
half of the ordinary passenger fare and three-quarters of the 
present fare. The sleeping-car, it is true, is usually extra- 
ordinarily well constructed, admirably hang on springs, 
and, for its weight and wheel-base, unusually easy on the 
track ; but on the other hand it is carried at express speed. 

Thus, though the Pullman Company appears to earn a 
very large interest on its investment, and has always paid 
large dividends, and at the same time accumulated a sur- 
plus amounting to nearly one-third of its stock and bonds, 
its stock bears a comparatively low price—now about 75, 
which is certainly very low for a stock earning 17 per 
cent. and receiving 8 per cent. yearly. It seems to be ac- 
cepted as a fact that the position of the stock is not so 
well assured as that of companies of a different kind; and 
as the stock is probably more widely held by railroad 
officers than any other, the price is likely to reflect the 
opinions of those best qualified to judge of the prospects 
of the company. 

Still it should be remembered that the company’s se- 
curities have a substantial property behind them, a stock 
of cars of most excellent workmanship, generally well em- 
ployed, better known and more popular, doubtless, than 
any others in the world, and so with a reputation which is 
worth a great deal in dollars and cents, besides their actual 
cost. These cars are usually admirably maintained, and 


in the event that the company should ever be 
unable to contract on satisfactory terms for the 
use of them all, it could probably find a 


market for its surplus at fair prices. Even if it 
should be compelled to make more favorable terms with 
the railroads after its current contracts have expired, 
there is still a great deal of room between the surplus net 
earnings, as shown by the reports for the last two years, 
before an 8 per cent. dividend will be encroached upon. 
It will be only prudent, however, to keep down the funded 
debt ; and the company’s progress in reducing that dur- 
ing the past year is one of the most favorable features 
shown in the — 





” The “Nevthera Pacific. 


The Northern Pacific Railroad Company is doubtless 
one of the best known in the country, though its road is 
not very long, and its business is probably less important 
than that of any other railroad of equal length. Tire 
causes of the wide-spread knowledge of and interest in its 








who paid par for first-mortgage bonds promising interest 
at the rate of 7.3 per cent. gold per year, and who now 
find themselves only the owners of ‘‘ preferred stock,” 
yielding no dividends, but having a claim, for each share 
of $100, for 1—400,000 part of the surplus net earnings 
of a railroad 555 miles long, which during the eleven 
months ending with August last earned less than 
$300,000, and of the proceeds of a land grant which 
during the same period brought in $26,451 in cash and 
the company’s own securities worth in the market about 
$139,000—the choicest lands of the company, in the Red 
River valley, going off rapidly in exchange for the com- 
pany’s paper, but at prices equivalent to about 60 cents an 
acre in cash. 

The bondholders now have possession of the road, vir- 
tually receiving for their $30,000,000 of bonds, and the 
unpaid coupons attached, about $40,000,000 in ‘‘pre- 
ferred stock”—about $73,500 per mile of road owned, road 
which yielded last year at the rate of less than $600 
net per mile. There is a larger amount of common 
stock, but it does not have a vote until July, 1878, and 
then will not be given a majority vote. This common 
stock comes in for a share of the profits after the preferred 
stock has received 8 per cent. per year—or at the rate of 
$5,880 per mile—just about ten times the net earnings re- 
ported for last year. Its prospects, therefore, do not seem 
to be very brilliant. 

The process of converting the bonds and coupons into 
preferred stock has made good progress during the past 
year, and at the end of August about $25,000,000 of the 
bonds, or five-sixths of the whole, had been converted. 
As this stock is receivable at par in payment for the com- 
pany’s lands, its amount is likely to decrease constantly, 
so long as lands are sold. 

The future of the property depends very largely on the 
success of the present experiments in wheat-growing in 
the Red River valley. For about ten miles west and 20 or 
30 miles east of the Red River, extending 200 miles or 
more north and south, but only about 40 miles 
south of the Northern Pacific Railroad, the country 
is capable of growing fine crops of excellent wheat — 
perhaps the best spring wheat grown in this country. 
The winter is very long and severe there, which makes 
stock-growing, though entirely practicable, unprofitable 
in comparison with that industry in more southern lati- 
tudes; and the only marketable crop for which the 
country seems well fitted is wheat. This district is but 
235 to 265 miles from the port of Duluth, so that the dis- 
tance from market need not be a formidable obstacle to 
the profitable production of the crop. Until the pact 
season the area cultivated in this valley has 
been but small, but it was reported that the average 
yield had been as much as; 25 bushels to the acre 
(probably twice the average in Illinois). 
a number of immense wheat farms were begun, 
and some fifty thousand acres were sown with 
wheat for the first time. Unfortunately the season was 
unusually unfavorable; there was a great invasion of 
grasshoppers, and the company reports the average yield 
at 15 bushels per acre. This ought to leave a fair margin 
for profit, but it is so much less than many had counted 
upon that it is likely to have a discouraging effect on 
many who would, had this season’s crop been a full one, 
have purchased lands and opened farms in this valley next 
year. As the lands are now sold at what amounts toa 
very low cash price, the cost of a wheat farm there is prob- 
ably less than anywhere else in the country where the 
crops are fair and a market accessible, 

But to secure the benefit of the possible great wheat 
crops of the Red River valley, the Northern Pacific will 
need something more than its present road. The valley 
is narrow and extends from south to north; the railroad 
crosses it at right angles, and it will hardly pay to haul 
more than 20 miles to reach a station. Now the St. Paul 
& Pacific Company has built a railroad from a point on the 
Northern Pacific for about 75 miles down this valley— 
a line which can easily be extended northward as far as 
wheat shall be raised for export and southward to 4 
junction with the St. Paul & Pacific main 
line. This line, so extended, would be accessible 
to all the land in the Red River valley. If it shall finally 
come into the control of the parties owning and working 
the St. Paul & Pacific main line, it will be likely to com- 
mand most of the traffic of the valley and to compete for 
that directly on the line of the Northern Pacific; assuming 
the width of the valley to be 30 miles and its length 200 
miles, 6,000 square miles of this valley would be within 15 
or 20 miles of the St. Paul & Pacific ‘St. Vincent Exten- 
sion,” while only 600 square miles of it is within 20 miles 
of the Northern Pacific. The Northern Pacific owns 4 
majority of the stock of the St. Paul & Pacific branch 
lines; but the interest on their bonds is several times as 
great as the roads can earn (for many years, at least) and 
the bondholders will soon dispose of the property doubt- 
less. It may become a matter of great importance to the 
two companies whether the St. Paul & Pacific maid 
line or the Northern Pacific shall control this 


Last spring 





operations need no explanation. In almost every part of 





the country there are investorstin the property—investors 





Red River valley line. Neither is in position to spend 
any considerable amount of money to secure the road, 
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which, indeed, has been built before its time, and for 
much of the time after it was built was not worked at all; 
yet the day may not be distant when this road may com- 
mand a traffic several times as great as that of either of the 
two connecting roads. 


The Red River, however, is navigable by small steam- 
boats for a good part of the season, and should the North- 
ern Pacific lose the railroad as a fceder, it will be able to 
compete for much of the traffic up and down the valley by 
boats—as also can the St, Paul & Pacific by boats connect- 
ing at Breckenridge. 


The prospect for any other considerable profitable busi- 
ness on the eastern part of the Northern Pacific is very 
unpromising. The country on its line west of the Red 
River valley is mostly wretched, and there are no indica- 
tions that there will be for a generation any large popula- 
tion between that valley and Washington Territory. The 
Montana trade is worth something, for though it is not 
very large it can afford to pay high rates; but it is hardly 
probable that it would justify the extension of the road 
from the Missouri; though if the company could get the 
subsidy asked from the territory it might be justified in 
making the extension. The occupation of the Black Hills 
brings some traffic to the Missouri River terminus at Bis- 
marck, though the commoner communications are by way 
of Cheyenne on the Union Pacific and Yankton on the 
Dakota Southern. 


It is hardly worth while speculating on the yalue of a 
through traffic to the Pacific by this road, as the comple- 
tion of the line is now so problematical; but there will 
probably be two other lines acioss the continent by that 
time, and even if the Northern Pacific should get a re- 
spectable share of the business (which is entirely improba- 
ble), the profit on it would probably be small. The 
best policy of the company seems to be to develop its local 
resources and to make extensions only when a respectable 
traffic exists which will pay interest on their cost. As the 
company’s credit is now, it will probably be compelled to 
adopt this policy, whether it prefers to or no. It will find 
it hard enough to raise capital for works which afford the 
best prospects of profit. 





The Grain Movement for Twenty-seven Weeks. 


The shipments of grain of all kinds from the eight principal 
Northwestern markets for each week since April 22 have been, 
in bushels, by lake and by rail: 








Per ct, 
Week ending— By lake. By rail. Total. by rail. 
ss cescosesehe 1,634,541 2,072,946 4,707,487 «66 
May 8...eeeececeeees 2,445,191 2,292,633 4,737,824 4834 
“ BB. ccccccececsoe ce 1,538,526 2,302,940 841,466 60 
2,016,304 3,618,474 55% 
1,820,456 3,567,864 61 
1,797,922 4,210,084 
2,147,670 5,042,585 4234 
2,891,811 5,313,216 4b 
2,198,054 4,926,760 443, 
1,784,548 3,605,703 493% 
1,765,010 1,205,184 2,970,194 40% 
1,648,508 1,228,678 2,877,186 423% 
2,269,336 1,032,825 3,302,161 31% 
466, 1,038,208 2,504,710 413, 
2,055,243 1,283,268 3,338,511 3855 
-+ 1,744,059 1,300,720 3,044,779 42% 
-- 2,150,292 1,614,256 3,764,548 42% 
«+ 2,352,152 1,520,811 3,872,963 39%, 
1,698,491 1,573,058 3,271,549 48% 
2,874,473 1,818,411 4,192,884 4346 
2,963,634 1,688,318 4,651,952 36% 
268,894 1,820,361 4,089,255 44), 
2,427,357 1,797,847 4,225,204 42% 
3,009,394 1,650,858 4,660,252 35 
2,530,729 1,835,991 4,366,720 42 
. 2,673,647 1,800,837 4,474,484 40% 
“ 2,635,237 1,359,160 3,994,397 34 
Total for 27 weeks..... 59,779,137 46,394,075 106,173,212 4335 


The movement for the last week is the lightest since Au- 
gust. Nearly the entire decrease is suffered by the railroads, 
which for ten weeks before had not carried go little. As there 
have been complaints of a scarcity of cars, it is reasonable to 
presume that the railroads have had something more profitable 
to do. 

For the same 27 weeks the receipts at the different Atlantic 
ports have been : 

Per cent. Per cent, 
Corn. oftotal. Ail oe. of total. 

New York .....---eeseeses 19,165,170 35.2 y x 
Boston ......sscccceccsece —— 10.3 


Portland.......+++eesreeee 485, 0.9 857,470 0.8 
Montreal ......--+++eeeee 3,290,119 6.0 10,789,222 10.4 
vhiladelphia........ 2,548,650 23.0 18,746,600 18,2 
Baltimore........ 11,615,100 21.3 14,601,685 14.2 





2,615,877 24 
Total, ....cccccccccccees 54,505,347 100.0 103,064,256 100.0 
Again New York has advanced in rank—largely in corn, but 

considerably in all grains; in corn at the expense of all ports 
except Portland (which hardly counts for anything); and in all 
grains at the expense of Montreal, Philadelphia and Balti- 
more nearly holding their positions, in spite of New York’s 
immense corn receipts. These cities are now having (for 
them) large wheat receipts. 

Of the total corn receipts for the last week reported, the per- 
centages arriving at each port was: New York, 62 per cent.; 
Baltimore, 1544; Philadelphia, 11; Boston, 7%. Of the total 
grain receipts, the percentages were: New York, 5974 ; Phila- 
delphia, 1444; Baltimore, 117%; Boston, 7%; Montreal, 44. 

The New York receipts have been exceeded but once since 
navigation opened, and are 35 per cent. greater than its aver- 
age weekly receipts since that time. Philadelphia receipts, 
on the other hand, are 17 per cent. less than its average, and 
Baltimore receipts 12 per cent. less. 

But a few weeks remain for the water mevement, and then 


New Orleans..--+-+-eccee+ 1,776,300 33 





Record of New Railroad Construction. 





This number of the Railroad Gazette has information of the 
laying of track on new railroads as follows; 

Parker & Karns City.—Extended from Millerstown, Pa., 
south by west to Butler, 11 miles. It is of 3 ft. gauge. 
Sandersville & Tennille—Completed from Sandersville, Ga., 
south by east to Tennille, 4 miles. 

Texas & New Orleans.—There bas been 4 miles of track laid 
between Beaumont, Tex., and Orange. 

Wisconsin Central.—Extended from Phillips, Wis., north to 
the Flambeau River, 19 miles. 

This is a total of 38 miles of new railroad, making 1,913 
miles completed in the United States in 1876, against 1,080 miles 
reported for the corresponding period in 1875, 1,524 in 1874, 
3,130 in 1873, and 5,840 in 1872. 








Tue RarLRoap ConrERENCE, though leading to no settlement 
of differences at the time, still was not fruitless. An agree- 
ment was arrived at on some points, including the basis of 
rates on grain exported, and the very fact that the several 
parties were able to keep up negotiations two days, and then 
authorized the call of a future meeting, proves that they at 
least have hopes that their differences are not entirely irrecon- 
cilable. It is reported that the Pennsylvania Railroad Com- 
pany insisted on a differe.ce in rates in proportion to 
the distances by the shortest routes, which is sub- 
stantially the basis on which rates were made 
last winter, but not the same as that existing 
in previous years. This basis seemed to work unfavor- 
ably to New York last winter, and the New York Central will 
not consent to it. By it, the amount of the difference is in 
proportion to the rate. If the Chicago-New York rate is 50 
cents. per 100 Ibs., Philadelphia will have an advantage of 
five cents per 100 lbs., or $10 per car-load; but if the rate is but 
25 cents per hundred, its advantage will be but $5 per car- 
load. The tendency is, therefore, to divert the traffic from 
New York to Baltimore and Philadelphia more in winter 
than in summer, the consequence of which would 
be probably that the roads carrying to New York would get a 
comparatively small share of the traffic when rates were high 
and left a considerable margin of profit, though they might 
carry most of the grain when rates were low and there was 
little or no profit on it. The result of the past 
season’s business makes it extremely doubtful whether 
such differences, varying just in proportion to 
the rates, can be maintained. At the same time it is quite as 
doubtful, probably, whether it will be possible to maintain 
rates justas high to Philadelphia and Baltimore as to New 
York, Too much stress, it seems to us, is laid on the cost of 
carrying to the different ports. It makes no difference what 
the cost is, so long as any margin of profit remains each line 
will want a share of the business, and will consent to no policy 
which tends to destroy its business. 

As matters stand, there seems to be a greater disposition 
than ever before to bring about a settlement of differences and 
an advance in rates. With this disposition, we confidently ex- 


42% | pect a renewal of negotiations at no distant date, with a suc- 


cessful issue. 








THE UNITED STATES INTERNATIONAL EXHIBITION. 


Xv. 
MISCELLANEOUS, 

By the time this number of the Railroad Gazette reaches its 
readers the Exhibition in which the whole country has been 
interested during the past six months will be ended. Some 
action has been taken by the Commissioners, it is true, to keep 
the gates open and to admit visitors after the day on which it 
is formally closed, but doubtless the buildings will soon be in 


i a state of disorder, the various exhibits be dismantled, and the 


attractiveness of the great Exhibition will have departed. 

During these last days we have gone through the Exhibi- 
tion and made some notes of various exbibits, to which we 
have not heretofore referred, and which will be described 
hastily and briefly, for lack of time or room to do more, Such 
description must necessarily assume somewhat of a catalogue 
style, and in order to save useless phraseology and much 
trouble in devising a variety of ways of saying the same thing, 
it may be said, once for all, that the parties named exhibit the 
articles described. No classification will be attempted, but 
the various exhibits will be taken up as they were observed, 
without regular order either of kind or location, 

W. C. Atuison & Co., of Philadelphia, occupy a large space 


3 | 08 the main aisle of Machinery Hall and have arranged the 


articles they exhibit on what may be called pyramidal stands. 
Lhey exhibit specimens of wrought-iron pipe for steam, water 
and oil-well casing from 1% in. to8 in. in diameter and in 
lengths of 20 feet. They also exhibit specimens of steel boiler 
tubes of various sizes, and heavy hydraulic pipe to be used 
where very heavy pressures are required. 

One specialty which this firm manufactures is W. C. Allison’s 
patent socket or pipe coupling used for oil-well and similar 
tubing. The socket consists of an external ring into which 
the two ends of the pipes to be joined are screwed. The screws 
are cut tapered, but the peculiarity of the latter consists in the 
“ vanishing” thread. This is a thread cut in such a way that 
the space between the threads is gradually filled up more and 
more until the whole thread ‘‘vanishes” or disappears entirely, 
There is therefore no sharp groove or incision where the screw 
ends, as in the case with an ordinary thread, and therefore the 
pipes are less liable to break at that point. 

A large part of the business of this firm is the manufacture 
of bolts, nuts and washers, of which they exhibit a great vari- 
ety, consisting of bolts, lag-screws, set-screws, carriage bolts, 
etc. They also exhibit all kinds of boiler and tank rivets, and 
bridge and building irons, turn buckles, rods made with upset 
screw ends, and eye bars for bridges, roofs, etc. Among the 
objects exhibited is a specimen of a wrought-iron pulley 14 in. 





the different ports will be served entirely by rail. 


in diameter forged by hand on an ordinary anvil, 


Another department of the business of this firm is the manu- 
facture of railroad freight cars, of which they exhibit photo- 


graphs. These consist of box, platform, gondola, 
cattle, oil, caboose, side and end dump, iron 
and wooden coal cars with four and eight wheels, 
crane or derrick, and hand cars. They also exhibit 


a variety of car forgings, such as truck sides and all the 
various parts of trucks, among them being Mr. W. C. Allison’s 
patent car brake, the construction of which could not be made 
clear without an engraving. 

They also manufacture Doty’s revolving scraper for moving 
earth, and exhibit a beautiful specimen of one of them finished 
like a piano and with all the metal work nickel-plated. This 
detracts, we think, from the real merit of this tool, and is a bad 
case of chromo-engineering. 

Specimens of Mr. Hoskin’s shect-metal gauge are also exhib- 
ited. This consists of a screw with a large circular head on 
which a vernier is laid off sv that the thickness is represented 
by the position of the vernier. 

The whole exhibit is arranged very tastefully, and the test 
pieces of tubes which are shown and which have been crushed 
endwise show the quality of the material employed in their 
manufacture. The tirm have also distributed with a liberal 
hand invitations to visit their works to all those who are in- 
terested in the articles they produce, Although we availed 
ourselves of their hospitality, there is not room here for a 
description of their establishment. It should be added, 
however, that the process of manufacturing wrought-iron pipe 
is a very interesting one, which until recently has been kept 
secret. 

Tue Locomotive “ Joun Buiy,”—Outside of and west of the 
Machinery Hall, the Pennsylvania Railroad exhibit the old en- 
gine “ John Bull” with two of the first eight-wheeled cars used 
on the old Camden & Amboy Railroad, As these will be illus- 
trated hereafter in these pages, no further description will be 
given here, excepting that they are interesting relics, so many 
of which are passing away unnoted, 

In a shed near to these relics are exhibited two coal cars of 
the Pennsylvania Railroad pattern, which were illustrated in 
the Rodroad Gazette of April 7, 1876 (page 149). These cars 
were built by the Lesanon Manuracrurnina Company of Leb- 
anon Pennsylvania, 

In the same shed are also exhibited one car for the “ Grain 
Line Transit Company”—whatever that may be—one Hoosac 
Tunnel Line car, one for the Merchants’ Dispatch 'Transporta- 
tion Company, one Blue Line, one White Line, and one Red 
Line car, all for the New York Central & Hudson River Rail- 
road, and all built by the Harrisburg Car Manufacturing Com- 
pany. These all have the Master Car Builders’ Association 
standard axles, and are either exactly like or very similar 
to the New York Central standard freight car illustrated on 
pages 118 and 119 of the current volume of the Railroad Ga- 
zette (March 17). 

In this vicinity, or, more accurately, just west of the Ma- 
chinery Hall, Messrs. J. H. Corrropz & Co., of Philadelphia, 
have erected a short span bridge over the narrow gauge rail- 
road, It is of very simple design with little or no attempt at 
ornamentation excepting some very neat painting. The archi- 
tecture of the future is, we believe, typified in such structures 
as this, and in the construction of buildings like the Main Ex- 
hibition Building and Machinery Hall. The architects of the 
future, too, will be required to display less of what may be 
called the millinery of bricks and stone and tawdry ornamenta- 
tion of wood and galvanized iron, and show more skill in the 
art of building. 

On the space outside of the west end of Machinery Hal! 
(which seemed to be regarded as somewhat debatable ground), 
Mr. Atsert Brissang, of No. 168 Fulton street, New York, 
exhibits what he calls *Sphero-Pneumatic” which he says ix 
‘a new system of transportation by means of hollow spheres 
carrying their loads inside and moving in pneumatic tubes, 
Estimated velocity, 100 miles per hour, Cost of transportation, 
one-fifth that of railroads ; address, for further information,” 
the patentee, whose name is given above. The object exhibit- 
ed is a short iron tube about 20 in. in diameter, bent in the 
form of a horse shoe. Hollow spheres are placed in this tube 
in one end and are forced out at the other as neatly as 
the movement of “the little joker” in the hands 
of a professor of thimble-rig. We saw no grangers 
examining this, although it would seem to be exactly the 
device needed to carry out their views if it will reduce the cost 
of transportation to one-fifth that on railroads. It is feared, 
however, that the “‘ sphero-pneumatic” and the grangers will 
not be able to help each other, A long account of this or a 
similar device was given in the New York 7'ribune some six or 
seven years ago. 

Adjoining the last described exhibit the Unrrep States 
Horwtina AND Conveyine Company, of No. 115 Broadway, New 
York, has erected one of its wire-rope conveying machines for 
carrying coal, earth or other commodities short distances, as 
from vessels to docks or to furnaces, boilers, etc. It consists of a 
sort of carriage supported on two pulleys which run on a fixed 
wire rope. The latter is stretched so as to descend somewhat from 
a small winding engine by which the machine is operated, 
The carriage is moved by another wire rope, one end of which 
is attached to the carriage and the other wound around the 
drum of the engine. By a very ingenious arrangement of 
hooks and disengaging apparatus, a bucket or other receptacle 
of the articles to be moved, which is suspended from the car- 
riage referred to, is raised or lowered and emptied at any de- 
sired point, the whole being operated from the winding engine. 
These machines are now in successful operation at a number of 
places, and are well worth the attention of those having the 
kind of work to do for which they are intended, 

It should be added that the winding or hoisting engine by 
which the conveying machine is operated was built and is ex- 
hibited by Mr. J. 8. Munpy, of Newark, N. J., and is also worth 
examining. The friction clutch particularly is somewhat 





novel. It consists of a double cone, the outside one being «| 
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wire and the inside being of wood. The former is forced into 
contact with the latter by a screw which bears against the end 
of the shaft to which the cast iron or exterior part is attached, 

H. Hammonn & Co., of Hartford, Conn., show some beautiful 
specimens of machinists’ and other steel hammers and drop 
forgings. 

Tux Brack Diamonp Fux Wonks, G. & H. Barneti, No. 3 
Richmond street, Philadelphia, exhibit a case containing a 
great variety of files. These are of almost every conceivable 
size and form, and intended for every variety of purpose. It is 
of course impossible to say anything of the quality of the goods 
exhibited from an inspection of the outside of the case. They 
are, however, well finished and at any rate look well. 

Tue Pennsyivanis Frrx Works of McCaffrey & Bro., Fourth 
street, north of Columbia avenue, Philadelphia, have also a 
large mahogany case of files. On an enormous file blank they 
have engraved or etched a view of Philadelphia. It makes the 
case very attractive, even without the assortment of big files 
and little ones, round, square and triangular, with which the 
case is filled. 

Fisner & Norns, of Trenton, N. J., exhibit an assortment 
of their vises, anvils, die blanks, etc., and also Fisher’s rail 
joint, with which our readers are familiar from the advertise- 
ment on another page. This joint is now used extensively on 
a number of roads, and is spoken of very highly by those who 
bave used it most. 

Tue Srepuens’ Parent Visx Company, of No. 41 Dey street, 
New York, exhibits an assortment of various forms and sizes of 
its parallel” vises with (quoting from their circular) “swivel, 
taper, pipe and other attachments adapted to locomotive works, 
car-builders, machinists, gun, sewing machine, wood-workers, 


carriage manufacturers, jewellers, harness and frame- 
makers, and artisans generally.” To show how 
human knowledge is developing in specialties, it 


may be said that in order to describe the peculiarities of this 
and other vises exhibited, quite a respectable little treatise 
might be written on the subjeect, for which, it is hardly neces- 
sary to say, there is not now time nor space. 

Mr. Tuomas Hau, of No. 411 Fulton street, Brooklyn, ex- 
hibits specimens of his “sudden-grip vise.” The remarks 
above will also apply to his exhibit. 

A. G. Cors & Co., of Worcester, Mass., show specimens of 
screw wrenches, of which it might also be said that only a 
treatise would exhaust the subject. 

Ors T, Bepey, of No, 83 Reade street, New York, is also 
an exhibitor of what he calls the ‘ Rapid Transit” screw 
wrench, 

H. 8. Mannina & Co., of No, 111 Liberty st., New York, agents 
for the Morse Twist Drill Company, have a beautiful mahogany 
case of twist-drills, taps, dies, reamers, cutters, etc., of the most 
exquisite workmanship, This firm make a specialty of the man- 
ufacture of taps and dies, and make all sizes and forms. It is 
very much to be regretted that some common standard is not 
in universal use, but whenever its importance is more fully 
realized the fact that such tools are manufactured by such 
firms as make a speciality of the business and give special at- 
tention to accuracy of workmanship will facilitate very much 
the adoption of a common standard. This firm give especial 
attention to producing taps and dies, with the Franklin 
Institute or United States standard screw threads. 
This is in reality the only system in use in the country which 
can make any claims to absolute accuracy. Some firms, it is 
true, manufacture screws with threads of their own, which are 
made very accurately, but the system employed is usually one 
not fixed in any well defined rules, but is often the result of a 
sort of process of the “ survival of the fittest.” 

J. H. Sternpena, of Reading, Pa., has an assortment of hot- 
pressed nuts, turn-buckles and similar articles. 

Boien Crane & Co., of No, 23 Plane street, Newark, N. J., 
show photographs of machinists’ tools, a wrecking car and a 
steam passenger car. 

Hypraviic ANNEX.—We will make no attempt to describe 
the pumps which are exhibited here: there are big pumps and 
little, roiury and reciprocating, to be worked by steam, wind, 
hand or any other power; pumps to pump gases, liquids and 
solids, for every conceivable purpose and of every form and va- 
riety. This portion of the exhibition would afford a subject for 
weeks of study, but must be passed over here with this brief 


0 . 
7 Adjoining Machinery Hall are a number of detached build- 
ings occupied by boilers which supply steam to the engines 
which drive the machinery in the Machinery Hall. 

Baxncoox & Wiicox, of New York, have one of their tubulous 
safety boilers at work. This consists of a series of wrought- 
iron tubes placed in an inclined position over the furnace fire 
and all connected with each other and with a horizontal 
steam and water drum made of plate iron like an ordinary 
boiler, and piaced above the tubes and connected with them by 
vertical passages at each end, while a mud drum connects the 
tubes at the lower end, ‘The end connections of the tubes are 
each cast in one piece of steel. The holes are accurately bored, 
and the tubes fixed therein by an expander, These are con- 
nected with the drum, and the mud drum also, by short 
tubes expanded into bored holes, doing away with all 
bolts, and leaving a clear passage-way to each tube for 
cleaning. The openings opposite the end of each 
tube are closed by hand-hole plutes, the joints of 
which are made in the most thorough manner by milling the 
surfaces, and then accurately grinding them. They are tested 
and made tight under a hydrostatic pressure of 500 pounds per 
square inch, The fire 1s made under the front and higher end 
of the tubes, and the products of combustion pass up between 
the tubes into a combustion chamber under the steam and 
water drum ; irom thence they pass down between the tubes, 
then once more up through the spaces between the tubes, and 
oft to the chimney. The steam is taken out at the top of the 
steam-drum near the back end of the boiler.” 

It is claimed for this arrangement that it gives a powerful 
and continuous circulation of steam, is economical of fuel, 


gives dry steam, the tubes are easily accessible for repairs or 
cleaning, gives safety from explosions, and is convenient for 
transportation. 

Lows & Watson, of Bridgeport, Conn., have Lowe’s patent 
tubular boiler at work. All the information announced about 
it is that it is made of Bay State Iron Co.’s homogeneous steel. 

The “‘ Howard” boiler is also at work, but inscrutable, as no 
information is vouchsafed about it. 

The Exeter sectional boiler made by the Exeter Machine 
Works, of Boston; Kelley’s patent sectional boiler, by W. E. 
Kelley, of New Brunswick, N. J., and Root’s safety boiler, by 
the Abendroth & Root Manufacturing Company, of New York, 
are all at work in the same building. 





A Scotch Street Locomotive. 


English papers give the following report of a recent experi- 
ment in Edinburgh : 


On Saturday morning last the first trial of steam as a motive 
»wer was made on the Portobello line of the Edinburgh 
treet Tramway Company in presence of the chairman and di- 

rectors of the company. The engine, which was manufactured 

by Hughes & Co., of Traghbors h, is the same in general 
character as that now used, with permission of the local 
authorities, on the tramways in Leicester, but has been con- 
structed specially for the Edinbur h Company. The merit of 
any engine is put to a severe test when brought face to face with 
the Edinburgh liner, where various lengthened and steep as- 
cents, involving continuous and almost killing ‘ collar work” 
upon the horses, have pointed that city out as one where some 
better motive. power than horseflesh would be of the greatest 
advantage. The engine which was tried in the early hours of 
last Saturday had but newly arrived, anda slight accident 
to the mechanism made the trial trip neither so pro- 
longed nor so exhaustive as might have been wished. The en- 

ine, however, drew the car to which it was attached a dis- 
ance of above three miles, passing over in so doing the slope 
from Norton-place to the High School, an ascent which, though 
not the steepest found upon the system, presents a formidable 
and trying difficulty to horse-power when the cars are running 
full. Messrs, Hughes & Co.’s tramway locomotive is, in form, 

a small tank engine, enclosed in a car, and thus presenting 

nothing to the outward appearance to suggest those objections 

to which steam tramway cars have been exposed, and in no 

Eeee more than Edinburgh. The “ blast,” which has been 

he stumbling block in the way of the urban use of road 

steamers, is entirely removed, while the nature of the fuel 
used and the arrangements for condensation remove all visible 
discharge of smoke or steam. The engine is con- 
structed to condense its own steam for a run of at least six 
miles, and the water thus used is available either to throw on 
the roadway as the engine proceeds, or to be discharged at the 
end of the journey. Coming to the actual result of the experi- 
ment at Edinburgh, we are informed that the directors, and 
those gentlemen whom they had invited to witness tke first 
running of the engine were satisfied in every way as regards 
the success of the engine in overcoming the usual objections 
to the use of steam. In the course ef the journey over a pub- 
lic road, on which a considerable amount of traffic was going 
the horses which met the car, or were overtaken by it, treated 
it with the utmost’ indifference. Being market day there 
were many carts on the road, and a considerable num- 
ber of riding-horses were out for a morning can- 
ter. A pair of spirited greys, with a wagonette, the 
property of the chairman of the company, also accom- 
panied the car the whole of the journey, and the perfect calm- 
ness with which every horse regarded the novel machine proved 
that the most formidable objection to the road steamer—the 
blast, or discharge of steam—had been effectually overcome. 
The absolute control under which the car is driven, both as re- 
gards variation of speed and sudden stoppage, also attracted 
attention; while the circumstance that the driver is in front, full 
in view of every occurence in the street before him, seemed to 
make the machine in some respects more safe and manageable 
than a car where the driver has his team of horses between him 
and any obstruction he may meet. This consideration and the ex- 
cellent guard or “‘cow catcher” with which the machine is fitted, 
seemed to remove in a great measure the fears as to the safety 
of a steam car in tne midst of other traffic. Another objection, 
that of heat and fame from the engine, is met, so far at inside 
passengers are concerned, by the fact that the steam car is 
quite apart from the passenger car; and, though at present this 
separation leads to some little inconvenience with regard to the 
coupling of the vehicles, the jerk at starting may be easily 
overcome by the introduction of some improvement in that re- 
spect, and enough was shown to prove that this engine had 
nearly, if not entirely, removed the objections hitherto made to 
the use of steam on town lines, 

A further trial was made on Wednesday on the occasion of 
Colonel Hutchinson’s visit to inspect, on behalf of the Board of 
Trade, some new passing places and other works in connection 
with the tramways. On this journey the results were equally 
satisfactory, the horses met on the road regarding the new 
locomotive with marked quietness. The engine, which weighs 
about six tons when fully equipped, is designed to condense 
the steam used during a run of six hours, and its capacity is 
calculated at twelve horse-hower, being sufficient to drag a full 
car up a gradient of 1 in 20 at a speed of ten miles an hour. 


®eneral Railroad ah, 


ELECTIONS AND APPOINTMENTS. 


Atlantic & Gulf.—Mr. George 8, Haines has been appointed 
General Ticket Agent and Paymaster, in place of John Evans, 
deceased. Mr. Henry C. Maner has been appointed Assistant 
Auditor and Agent at Savannah, in place of James C. Tyson, 
deceased. 

Joplin.—The officers of this company are as follows: Presi- 
dent, E. R. Moffet; Treasurer, John B. Sargeant; Secretary, 
W. A. Botkin; Superintendent, General Freight and Passenger 
Agent, E, H. Brown. The offices are at Girard, Kan. 


Kansas Pacific.—Mr. Robert E. Carr has been chosen Prosi- 
dent, in place of Adolphus Meier, resigned. Mr. Carr was for- 
merly President, but resigned a tew months since on account 
of ill health. Mr. John Mackenzie has been appointed Super- 
intendent of Machinery, in place of L. D. Waugh, resigned. 
Mr. J. D. Odell has been appointed Superintendent of Kaw 
Valley Division and Superintendent of Telegraph, in place of 
O. H. Dorrance, resigned. 
On application of the trustees under the first mortgage the 
Shawnee County (Kansas) District Court has a pointed Carlos 
8. Greeley and Henry Vibbard Receivers. Mr. reeley is Treas- 
urer of the company. It is thought that the Receivers will 
make no changes in the management of the road. 
Fairland, Franklin & Martinsville—This new company was 
organized as successor to the Cincinnati & Martinsville at a 
meeting held Nov. 2, when the following directors were chosen: 
J. Odell, J. B, Gibson, Fairland, Ind.; Jesse Needham, Frank- 
lin, Ind.; Thomas Branigan, Brancton, Ind.; J. C. Moore, Mor- 
zantown, Ind.; W. R. Harrison, Martinsville, Ind.; J. C. Mc- 
uiston, J. W. Sherman, Indianapolis; M. E. Ingalls, G. L. 
Barringer, W. J. Page, Cincinnati, 











Cincinnati, Lafayette & Chicago.—At the annual meeting in 
Sheldon, Dl., Nov. ‘4 the old board was re-elected as follows: 
Adams Earl, Moses Fowler, H. W. Chase, hoa Ind.; 0, 
Bush, Wm. B. Fleager, Sheldon, [ll.; T. P. Bonfield, C. W. 
Knott, Kankakee, Ill.; D. W. Ayres, Watseka, Dl.; M. E. In- 
galls, Cincinnati, The board elected Adams Earl President; 

. Ricker, Vice-President. Mr. Earl, who was formerly Presi- 
dent, but for some months past Vice-President, becomes Presi- 
dent again in place of M. E. Ingalls, retired. 

Cleveland, Columbus, Cineinnati & Indianapolis.—Mr. Robert 
Blee, Superintendent of the Columbus Division, will be here- 
after Superintendent of the Columbus & Cincinnati Division. 
Mr. Wm. Thornburgh is appointed Train Master of the di- 
vision. 

Bedford, Brownstown & Madison.—This company has been 
reorganized and the following directors were chosen at a meet- 
ing held in Madison, Ind., Oct. 31: J. A. Hargan, D. G. Phil- 
lips, Wm. Trow, R. B. Craig, J. C. Earhart, W. C. Benton, J. A. 
Stillwell, W. 8. Bowers, J. Parsley. The board elected J. A. 
Hargan President; W. C. Benton, Vico-President ; Col. J. H. 
Sullivan, Solicitor. 

Southwestern Railroad Rate Association.—The officers of this 
association are: President, R. 8. Stevens, General Manager 
Hannibal & St. Joseph; Secretary, J. W. Midgley, Chicago & 
Northwestern; Executive Committee, Hugh Riddle, Chicago, 
Rock Island & Pacific; R. 8. Stevens, Hannibal & St. Joseph, 
and C. W. Mead, Missouri Pacific. 


Green Bay & Mmnesota.—Mr. Dan. Atwood has been ap- 
pointed General Freight and Passenger agent of this company, 
and all communications relating to the business of the depart- 
ments under his charge should be addressed to him at Green 
Bay, Wis. 

American Society of Civil Engineers.—At the annual meet- 
ing in New York, Oct. 24, the following ofticers were chosen: 
President, George 8. Greene; Vice-Presidents, Alexander L, 
Holly, Theodore G. Ellis; Secretary, G. Leverich; Treasurer, 
John Bogart; Directors, J. J. R. Croes, W. Milnor Roberts, Wm. 
H. Paine, James O. Morse, M. N. Forney. The President is 
re-elected, of the vice-presidents Gen. Theodore G. Ellis is re- 
elected and Mr. Holley succceds W. Milnor Roberts. The Sec- 
retary and Treasurer were re-elected. All the directors are new, 
succeeding Octave Chanute, A. L. Holly, Francis Collingwood, 
Gen. Quincy A. Gillmore and Julius W. Adams. There was 
talk before the election of an organized opposition ticket, but 
what opposition there was seems not to have been organized. 
Most votes not given to Mr. Greene for President were cast for 
Mr. Ashbel Welch. 

St. Louis, Rock Island & Chicago.—The organization under 
the new ownership is as follows: Robert Harris, Managing 
Director; N. J. T. Dana, General Superintendent; W. W. Wells, 
Master of Transportation; George L. Carman, General Freight 
Agent; J. Meredith Davies, General Passenger and Ticket 
Agent; Walter Trumbull, Secretary; J. M. Gouid, Treasurer; 
John P. Whitehead, Auditor; H. C. Short, Cashier. 


Chicago, Burlington & Quincy.—Mr, Arthur A. Hobart has 
been appointed Assistant General Superintendent. He has 
been for several years connected with the Chicago and North- 
western, and was lately Superintendent of the Wisconsin Divi- 
sion of that road. 

Philadelphia, Newtown & New York.—The bondholders who 
recently bought this road at foreclosure sale have organized a 
new company by electing P. A. B. Widener President, with the 
following directors: William H. Kemble, Smith Hooper, Alfred 
Blaker, Cyrus Hilburn, B. J. Smith, Oliver Halcom. 
Mississippi & Tennessee.—Mr. A. J. Knapp is appointed Gen- 
eral Ticket Agent, with office in Memphis, Tenn. 

New Orleans & Mobile.—Mr. B. Stephenson is appointed 
Auditor, in place of E. Young. 

Pennsylvania.—Mr. E. B. Taylor is appointed Superintend- 
ent of the Lewiston Division. 

West Wisconsin.—The trustees have restored possession of 
the road to the company, but Mr. Wm. H. Ferry 1s continued 
in charge of the road as General Manager. 

Missouri Pacific.—The board of directors of the new com- 
wed has chosen C. K. Garrison, President, and C. L. White, 
ecretary. 

San Francisco & North Pacific.—At the annual meeting, 
Oct, 16, the following directors were chosen: Peter Donahue, 
E. Martin, M. Reese, I. J. Bergen, F. H. Gerdes. The board 
elected Peter Donahue President; M. Reese, Vice-President ; 
E. Martin, Treasurer ; P, Dougherty, Secretary. 


Macon & Brunswick,—Mr. J. M. Edwards having resigned 
or pons of General Freight Agent of this road, Col. Henry 
M. Drane is appointed to that position, with office at Macon, 
Ga., to take effect Nov.1. The office of General Ticket and 
Passenger Agent from that date will be combined with that of 
the General Freight Agent, and Col. Drane will fill the posi- 
tion of General Freight, Ticket and Passenger Agent. Parties 
having business with the road in these departments will trans- 
act the same with him. 

Sandersville & Tennille.—Mr. J. I. Irwin is Superintendent 
and has his office at Sandersville, Ga. 

Philadelphia, Germantown & Norristown.—At the annual 
meeting in Philadelphia, Nov. 6, Wm. H. Hart, Wm. Harman, 
Richard Dale and Henry M. Phillips were chosen manages fo 
three years, and John F’. Gilpin for one year, to till a vacancy. 
The road is leased to the Philadelphia & Reading. 

Louisville, New Albany & Ohicago.—Mr. A. B. Southard is 
appointed General Agent. He has been for some time con- 
nected with the Toledo, Wabash & Western, and was formerly 
General Superintendent of the Detroit, Eel River & Ilinois. 
His headquarters will be at Grand Rapids, Mich. 





PERSONAL. 
—Mr. Augustus Torrey, Jr., late Division Engineer on the 
Burlington & Lamoille Railroad, has been appointed Professor 


of Civil Engineering in the University of Vermont at Burling- 
ton. 


—Mr. Orville Ewing, Sr., formerly a prominent banker of 
Nashville, Tenn., and one of the builders of the Nashville « 
Chattanooga road, died recently in Gainesville, Fla., where he 
had resided for some time past. 


—Chicago papers have circulated a report that Mr. T. E. 
Chandler, Chicago General Agent for the Chicago, Milwaukee 
& St. Paul, had resigned to accept a position on the Boston & 
Albany. This report, however, is denied by authority, there 
being no foundation for it whatever. 

—Mr. Robert Rillie has resigned his position as General 
Freight and Ticket Agent of the Fort Wayne, Muncie & Cincin- 
nati Railroad. 

—Mr. Thomas Holt, who some time since resigned the ~~ 
tion of Chief Engineer of the Maine Central Railroad, has been 
appointed + eee of Public Buildings and Grounds in 
Jersey City, N. J. 

—Mr. J. W. Morse has resigned his position as General West- 
ern Agent of the Chicago, Burlington & Quincy, and will en- 
gage in business in Chicago. 


—Rush R. Sloane, who distinguished himself by running 
away to Europe after embezzling a large amount of money 





longing to the Cincinnati, Sandusky & Cleveland Company, of 
which he was President, has returned to this country aud 18 
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expected to put in an shecerenes and stand trial on the in- 


dictments found against him. The company has recovered a 
part of the money stolen, having secured some bonds and real 
estate which belonged to Sloane. 


—Mr. Olney L. Smith, Master Car Builder of the Providence 
& Worcester Railroad, has held that position over 29 years, 
having entered the company’s service Aug. 11, 1847, a short 
time before the road was opened for travel. 

—Mr. W. J. Houston has resigned his ition as General 
Passenger Agent of the Atlanta & West Point Railroad. 








TRAFFIC AND EARNINGS. 


Railroad Earnings. 


Earnings for various periods are reported as follows : 
































Year ending Aug. 31: 

1875-16. 1874-75. Inc, or Dec, P.c. 

Evansville & Craw- 
fordsville.......... $510,740 $510,735 Inc.. BB cess 

Expenses.... ...... 351,578 369,309 Dec.. 17,731 4.8 
Net earnings...... $159,162 $141,426 Inc.. $17,736 125 
Earn. per mile.... 4,686 $,OBB  ncccccscccscccce seve 
Per cent. of exps.. 68.84 72.31 Dec 3.47 4.8 
Year ending Sept. 30: 

Boston & Albany.... $7,074,758 $7,869,954 Dec.. $795,196 10.1 
Expenses..........+ 4,682,994 5,371,903 Dec.. 686,909 12.8 
Net earnings...... $1,391,764 $2,498,051 Dec $106,287 4.3 
Earn. per mile.... 22,298 24,804 Dec 2,506 10.1 
Per cent. of exps.. 66.19 Dec. 2.07 3.0 

Ten months ending Oct. 31: 

1876. 1875. 

Atchison, Topeka & 

Damte Fe.. occocce $1,761,904 $1,212,810 Inc.. $549,004 45.3 
Chi., Milwaukee & 

St. Paul . $6,678,962 $6,580,621 Inc.. $98,341 1.5 
Illinois Central ..... 5,967,501 6,350,030 Dec.. 382,529 6.0 
Lonisville & Nash- 

ME 0050000 bocce 4,197,768 3,812,738 Inc... 386,030 10.1 
Michigan Central... 5,708,619 5,480,540 Inc 228,079 42 
Ohio & Mississippi... 3,060,102 2,766,550 Inc 293,552 10.6 
8t. Louis,Iron Moun- 

tain & Southern... 3,065,733 2,875,527 Inc.. 190,206 6.6 
St. Louis, Kansas City 

& Northern ....... 2,593,963 2,139,966 Inc 453,997 21.2 
Toledo, Peoria 

Warsaw.....5 .++s 1,212,592 882,806 Inc.. 329,786 37.4 

Nine months ending Sept. 30: 

Louisville, Cincin- 
nati & Lexington.. $830,496 0.7 
Expenses........+++ 591,752 cove 
Net earnings..... « $238,744 asco 
Per cent. of exps.. 71.26 ° 

Wasatch & Jordan 
Valley.......s-e00- 91,895 me 
Expenses.... ....++ 46,237 he 
Net earnings ...... $45,658 occ cree . coves oe 
Earn, per mile .... B106  ccvccesce 0 cccce Sevcvcecece . 
Per cent. of exps.. GOBL —s cccccccee . evcee eves 
Four months ending Oct, 31: 

Louisville & Nash .. $1,788,518 $1,570,397 Inc.. $21b,121 13.9 
Expenses.... ....- 1,082,733 987,324 Inc.. 95,409 9.7 
Net earnings..... $705,785 $583,073 Inc.. $122,712 21.0 
Per cent. of exp’s. 60,54 62.87 Dec.. 2.33 3.7 
Month of August : 
rie.... As RS $1,267,003 $1,497,529 Dec.. $230,526 15.4 
Expenses......+.. 843,033 1,075,096 Dec.. 232,063 21.6 
Net earnings..... $423,97 $422,433 Inc.. $1.537 04 
Per cent. of exp’s. 66.54 71.719 Dec.. 56.25 1.3 
Month of September : 

Atlantic & Great 
Weatern........06 $331,738 = ceccvcccce coccccccccvccces 

Louisville, Cincin- 
nati & Lexington. 122,586 $115,445 Inc.. $7,141 6.2 
Expenses .......+. 73,031 68,559 Inc.. 4,472 6.5 
Net earnings ..... $49,555 $46,886 Inc.. $2,669 56.7 
Per cent. of exp’s. 59.57 59.50 Inc.. 0.07 .. 

Toronto, Grey 
BEGCO 0000 cccccccs 27,759 30,189 Dec.. 2,430 8.0 
Month of October : 

Atchison, Topeka & 

Santa Fe.......... $285,088 $208,577 Inc $76,511 36.7 

Chi., Milwaukee & 

BE, POUL. .cccvcccce 817,569 974,262 Dec 156,693 16.1 

Columbus & Hock- 
ing Valley........ 96,155 99,352 Dec.. 3,197 3.2 

Illinois Central..... 718,740 816,508 Dec.. 97,768 12.0 

Louisville & Nash 540,097 466,392 Inc. 73,705 15.8 

Michigan Central... 647,210 667,785 Dec 22,575 34 

Ohio & Mississippi.. 341,678 347,044 Dec 5,366 1.5 

St. Louis, Iron Mt. 

& Southern . 440,600 388,604 Inc.. 51,996 13.4 

St. Louis, Kan. City 
& Northern ...... 330,473 255,667 Inc.. 74,806 29.3 

Toledo, Peoria & 

Warsaw .......+++ 137,979 127,167 Inc.. 10,812 8.5 
Third weele in October : 

Den. & Rio Grande, 

Main Line........ $8,334 $6,134 Inc.. $2,200 35.9 

Den. & Rio Grande, 

Trinidad Ext ..... Ce | eases a eeeuhennonee oa 
Two weeks ending Oct, 20: 

Great Western, of 
RNOED cicccaccese £39,041 £38,704 Inc.. £3387 «(0.9 
Two weeks ending Oct, 21: 

Grand Trunk....... £81,200 £94,800 Dec.. £13,600 14.3 


Norfolk Cotton Business. 
The receipts of cotton at Norfolk, Va., for the months of 
September and October were as follows: 








876. 1875. Increase, P.c. 
Atlantic, Mississippi & Ohio R. 

TE Serre 41,478 19,721 21,757 110.4 
Seaboard & Roanoke R. R....... 96,905 712,674 24,231 33.3 
Canal and otherwise...........- 10,530 7,612 2,918 38.4 

Botah.vccccccccsssecesoose 148,913 100,007 48,906 48.9 


Of the receipts this year 35,417 bales were consigned to Nor- 
folk and 113,496 through to other points, the local consign- 
ante being 23.8 per cent. of the whole, against 26.1 per cent. 
ast year. 


Railroad Traffic. 


Shipments of through freight eastward over the Central 





Pacific for September were as [follows : 
1876. 1875. Decrease. P. c. 
San Francisco, tons.........- 6,346 5,432 914 9.5 
Interior points.......... +++ 4,648 928 3,720 400.9 
DE atrbent saewsceupen 10,994 6,360 4,634 72.9 
The great increase from interior points was caused ghiety 
by heavy shipments of barley from San Jose. The 


t princi 
items of freight this year were: Barley, 3,365 tons; wool, 
3,036 tons ; truit, 1,379 tons ; salmon, 850 tons. 
Lake, Oanal and Ocean Rates. 

ke rates continue depressed and closed Tuesday of this 


of the week. Lake and rail rates closed 15 for wheat and 14 
for corn to New York. Canal rates have fallen largely, n- 
ning at 10 cents for wheat from Buffalo to New York, they 
closed Tuesday at 734 for wheat, 7 for corn and 5% for oata. 
Ocean rates closed at 9d. by sail for grain from New York to 
Cork for orders, 7444. to London, Considerable shipments of 
apples are made now at about 4s. per barrel by steam. 


Ooal Movement. 


Coal to es are re as follows by the Z 

and Mining Journal for the ten months ending Oct. 
Anthracite: 1876. 1875. Inc.orDec. P.c, 

Philadelphia & Reading.. 3,845,624 3,800,729 Inc.. 44,895 12 

Northern Central, from 

Shamokin Div. 


neering 





Summit Branch. 777,803 1,026,461 Dec.. 248,658 24.2 

Danville, Hazleton 
ilkesbarre...... ...++ 35,992 67,310 Dec.. 31,318 46.5 

Central of N. J., Lehigh 

Division. ........++++++ 189,956 1,737,531 Inc.. 452,425 26.0 
Lehigh Valley........... 2,968,432 2,433,588 Inc.. 534,844 22.0 
Pennsylvania & Ne 

WER oses csivee se coves 18,695 82,398 Dec.. 63,703 17.3 
Pennsylvania Caual..... . 947,464 251,909 Inc.. 95,555 37.9 
Delaware, Lackawanna & 

Western........+. «++. 1,449,361 2,523,964 Dec..1,074,603 42.6 
Delaware & Hudson Canal 

WDbkbn0 0406s 0400 ccdese 1,581,252 2,533,818 Dec.. 952,566 37.6 
State Line & Sullivan.... 28,462 7,851 Inc.. 20,611 260.9 
Pennsylvania Coal Co.... 857,350 1,136,197 Dec., 278,847 24.5 

Total anthracite. ..... 14,100,391 15,601,756 Dec. .1,501,365 9.6 

Semi-bituminous: 
Cumberland, all lines.... 1,493,242 1,958,243 Dec.. 465,001 23.7 
Huntington & Broad Top. 128,388 179,420 Dec.. 651,032 28.4 
East Broad Top....... ne 54,168 37,980 Inc.. 16,188 42.6 
Tyrone & Clearfield..... - 979,219 749,421 Inc.. 229,798 30.7 
Bellefonte & Snow Shoe.. 41,281 61,559 Dec.. 10,278 19.9 





Total semi-bituminous. 2,696,298 2,976,623 Dec.. 280,325 9.4 





Bituminous 
Barclay R. R.........++++ 281,193 275,053 Inc.. 6,140 
Alleghen .on, Pa. 

ene reeptiees 164,463 180,764 Dec.. 16,301 9. 
Penn & Westmoreland... 661,633 667,557 Inc.. 94,176 16.6 
Pittsburgh Region, Pa. . 

Be Biccvccccee sees. cee = 940,245 
Western Pennsylvania R. 547,736 Dec.. 101,564 18.5 

or eneeheerete +» 160,187 
Southwest Penna. R.R.. 45,740 

Total bituminous ... 1,553,461 1,571,110 Dec.. 17,649 11 

Coke..... docccccece bcces GID, DE g wasee-cee covcctecevses coed 


The tonnage given is that originating on each line. 
The anthracite coal tonnage of the Belvidere Division, Penn- 
sylvania Railroad for the ten months ending Oct. 28 was : 
1876. 1875. Inc, or Dec. P.c. 
To Coal Port for shipment ....238,577 150,500 Inos.. 88,077 58.6 
To South Amboy for shipment.357,691 204,725 Inc.,.152,966 14.7 





Local distribution on New Jer- 
Bey LINGS.....s..eeeeeee o++ 142,958 176,418 Dec.. 33,460 19.0 

Company’s use on New Jersey 
lines..... beecccesce teeceeees 56,107 22,885 Inc.. 33,222 145.1 
Totals. ..c.co0 cece ove +. ++-795,333 = 564,528 Inc..240,805 43.5 


Of the total this year 575,668 tons were from the Lehigh 
and 219,665 tons from the Wyoming Region. Actual shipments 
from Coal Port were 233,271 tons ; South Amboy, 403,124 tons ; 
total 636,395 tons, being an increase of 212,773 tons, or 50.2 per 
cent, over 1875. 

The coal tonnage of the Columbus & Hocking Valley Rail- 
road for October was 88,712 tons. The company is preparing 
for an increased henaage for the market opened by the new 
Columbus & Toledo roa 


Grain Movement. 

For the week ending Oct. 28 receipts and shipments are 
reported as follows, in bushels: 

1876, 1875. 

Lake ports’ receipts...... 5,495,985 


Inc, or Dec. P. c. 
5,345,597 Dec.. 849,612 15.9 
shipments.... 3,994,397 3,910,976 Inc.. 83,421 2.1 
Atlantic ports’ receipts... 4,010,283 3,765,499 Inc., 244,784 6.5 
Of the shipments from lake ports, 84 per cent. was by rail 
this year, against 31 per cent. 1875 and 12% per cent. in 
1874. Wheat has become the largest item in lake ey 8 (42 
per cent. of the total), but it isa little less than came in lake 
shipments (39 per cent. to 43 per cent.), and is still but a small 
part of the sea-board receipts (21 per cent.), while ccrn is 51% 
r cent. ' 
P for the ten months from Jan. 1 to Oct. 28 receipts and ship- 


ments have been, grain in bushels and flour in barrels : 
1876, 1875 Inc. or Dec, P.c, 
Flour: 
Lake ports’ receipts.... 4,405,970 3,954,901 Inc.. 451,069 13.9 
Lake ports’ shipments. 3,797,844 4,315,847 Dec.. 518,003 12.0 
Atlantic ports’ receipts. 7,913,162 7,743,206 Inc.. 169,966 2.2 


Wheat : 
Lake ports’ receipts.... 45,616,494 


56,276,801 Dec. .10,760,307 19 
Lake ports’ shipments . 41,124,849 


0 
48,137,126 Dec.. 7,012,277 16.6 
19.9 


Atlantic ports’ receipts. 35,302,169 44,081,726 Dec.. 8,779,557 
Corn: 

Lake ports’ receipts.... 70,914,025 42,426,045 Inc ..28,487,980 67 

Lake ports’ shipments. 66,647,742 37,707,884 Inc .,28,939,858 76 


7 
Atlantic ports’ receipts. 74,901,728 59,594,419 Inc ..15,307,809 25.7 
Grain of all kinds : 
Lake ports’ receipts. ...i47,134,397 127,601,424 Inc .. 
Lake ports’ shipments .130,104,494 104,593,943 Inc ..25,510,551 24.4 
Atlantic ports’ receipts.136,579,592 112,930,250 Inc ,.23,649,342 20.9 
The total grain movement for the ten months has never been 
exceeded. f 1874 lake ports’ receipts were about 3 per cent. 
greater, but lake ports’ shipments were then 12 per cent. less 
and seaboard receipts 11 per cent. less. The totals of all grains 
for four years have been : - 


19,532,973 15.3 


1876. 1875. 1874. 1873. 
Lake ports’ receipts. .147,134,397 127,601,424 151,292,544 146,077,900 
Lak rts’ shi 
=e eee 130,106,494 104,593,943 115,716,979 118,259,096 
rts’ re-' 
rag irre 136,579,592 112,930,250 121,116,781 100,640,821 








The wheat movement, however, is the smallest for four years 
and very much smaller than in 1874. 
Baltimore grain receipts for October are reported as follows : 
1876, 1875. = or 7. * . 
Dbls.....- «++ 0+ 140,647 133,199 c.. 7 Y 
Wheat, “<< * SREY S: 544,635 918,831 Inc.. 225,804 70.8 
COPD. ..6- 200 seveeeeeeee 1,274,955 260,640 Inc..1,014,315 389.2 
Other grain.....--++++++ 112,430 228,847 Dec.. 116,417 60.9 
Total, bush...... «+++ 2,635,255 1,474,313 Inc..1,160,942 78,7 


For the ten months ending Oct. 31 the receipts were as fol- 
lows : 





1876. : Ly & > or oon o 

, DMs... ccrccees 1,173,854 183, eo i 0 
— eeccce eoese 24,992,592 12,347,889 Inc. .12,644,703 102.4 
Total, bush......-- 30,861,862 18,267,034 Inc..12,594,828 68.9 


Flour is reduced to wheat in the totals. 
Chicago receipts and shipments for the week ending Nov. 4 
were: 
1876. 1875. Inc.orDec, P.c. 
Receipts.....-cceccecee sees .-2,007,781 1,824,311 Inc..183,470 10.0 
Shipments........++++++00+ + «+2,080,502 2,284,587 Dec..204,085 9.0 





week as they begun, 4 cents a bushel for wheat and 3% for 
6orn from Chicago to Buffalo. They were a little lower most 


The Chicago Inter-Ocean of Nov. 6 says : 
“There is about the worst glut of grain awaiting shipment 


by railroads in and near this city that has been known this 
fall or in the summer. The Pennsylvania Central and the Bal- 
timore & Ohio could easily use as Ee oy cars as they now 
have if they could command them. © last of these com- 
nies has sto the taking of all new contracts for four days 
o come, from sheer inability to handle them.” : 
Notwithstanding this lake and canal rates have fallen. 
Petroleum Movement. 
Stowell’s Petroleum vter states the uction of ernde 
oil in the Pennsylvania oil districts at 780, barrels for Sep- 
— Shipments of crude for the month were 1,154,549 bar- 
rels. 


The shipments of refined oil from Pittsburgh during Septem- 
ber were as follows : 





Barrels. 

Mow Sock, Philadelphia and local points by Pennsylvania Rail- 
eecee Cece ccccvecsesccvocecesessecccsecssesesesessceesss 00,120 
Baltimore and local by Baltimore & Ohio R, B........ .....005 47,839 
Richmond by Ohio River and Chesapeake & Ohio R. R.... .... 11,730 
EERE PEE SAO GED BAD, 109,689 


The Pennsylvania shipments were 45.7 per cent. of the whole ; 
—~ & Ohio 43.6 per cent.; Chesapeake & Ohio 10.7 per 
cent, 


Exports from the four leading ports for the period from Jan, 
1 to Oct, 28 have been, for four years, in gallons : 





1876, 1875. 1874, 1873. 

New York........0+6+ 118,301,190 120,800,873 180,814,326 124,568,085 
Boston. .....0000 sees 983,931 2,227,900 3,224,340 2,039,289 
Philadelphia.... ..... 54,559,479 653,045,493 64,704,256 72,608,784 
Baltimore,........... 31,898,139 21,834,461 4,818,252 2,765,871 
Total...... sees 207,142,739 197,958,227 203,558,174 200,972,929 


The increase since last year is nearly 5 per cent. New York 
received 57 per cent. of the total this year, against 61 per cent. 
in 1875, 64 per cent, in 1874, and 62 per cent. in 1878. Balti- 
more received 154% per cent. in 1876, 11 per cent, in 1875, 2% 
per cent, in 1874, and 1% per cent. in 1873, 


Lumber Movement. 


For the ten months ending Nov,1 the receipts and ship- 
ments at Chicago were, in feet : 


1876, 1875. Decrease, P.c, 
Receipts... ....- +» 6913,767,446 1,029,5693,857 116,826,911 11.2 
Shipments...........++++.465 11.8 











Railroad Manufactures. 

Mr. Watts Cooke, Receiver of the Watson Manufacturing 
Company, gives notice that by virtue of an order of the Court 
of Chancery of New Jersey all claims against said company 
must be presented to him at the office of the company in Pat- 
erson, N. J., duly verified under oath, within three months 
from Oct. 18. In case of failure to present their claims as or- 
dered, claimants will be barred from the benefit of any divi- 
dends which ~~ | be made by the Receiver. 

The Oleveland Rolling Mill Company now employs about 
3,000 men and is running all its 8 double turn, The aver 
age daily production is 45 tons steel wire, 30 tons boiler plate, 

tons steel rails, 30 tons light iron rails, and 15 tons of forg- 
ings, spring steel, etc, 

he Ironton (O.) Iron & Steel Company's furnace went into 
blast Nov. 1, 

The Oherry Valley Iron my at Leetonia, O., is running 
two furnaces and turning out 175 tons per week of a pig iron 
“= similar to Scotch pig. 

The Taylor Wire Cloth Company, at Cuyahoga Falls, O., em- 
ploys 28 men and uses about five tons of wire per month, 

The Riverside Iron Works, at Wheeling, W. Va., have started 
up their new light rail mill and are making rails from 8 to 30 
pounds ned yard, 

The Chattanooga Lron Company's furnace at Rising Fawn, 
Dade County, Ga., is running on local ores and making about 
30 tons per day of gray forge iron. 

The Eureka Iron Company's furnace, at Oxmoor, Ala., is 
running on Red Mountain ore, using coke for fuel, and is mak- 
ing 25 tons per day of foundry iron. The company makes its 
own coke from coal mined near by the furnace and claims to 
turn out its iron at a cost of $12.50 per ton. 

The — Rolling Mill is turning out iron rails for 
the Louisville, New Albany & ee road, During October 
the mill ran 24 days and turned out 2,492 tons of rails, of which 
500 tons were 64 pom, the rest 60 pounds to the yard. 

The Baldwin Locomotive Works, at Philadelphia, have re- 
cently added over 300 men to the force gueezes, the increase 
being made necessary by the number of orders on hand, 

The Delaware Bridge Company, of which Mr. Charles Mac- 
donald is President, has a contract for five spans of iron 
bridge, with iron piers, over the Des Moines River, at Des 
Moines, Ia., for the Keokuk & Des Moines Railroad Company. 

Dilworth, Porter & Co., of Pittsburgh, have a large contract 
tor spikes for the Cincinnati Southern road, 


Improvement Needed in Sleeping Oars. 

The Boston Commercial Bulletin says: ‘‘He was coming home 
from the Centennial in a Pullman sleeper, and in the mght, 
some time in the ‘ wee sma’ hours ayant the twal,’ while he was 
enjoying that sweet repose which is known only to single 
blessedness, he was aroused by a push on the shoulder, with a 
request to ‘move over.’ He leaned on one elbow and rubbed 
his eyes, and was not a little startled to see that it was a fair 
and buxom lady. who was sit on his bed and thus addressed 
him; 80 he said quietly (he is always quet and gentlemanly): 
‘Madam, you have made a mistake;’ but the noise of the train 
prevented her hearing this mild expostulation, as she proceed- 
ed to slap him playfully on the cheek and said: ‘Ah, you rogue, 
you wanted me to get up so you could get over into my place.’ 
After repeated attempts to make her hear, he was thoroughly 
aroused and alarmed, and shouted at the top of his voice: 
‘Madam, you have got into the wrong berth.’ Ed. says she 
exclaimed: ‘Oh, my God, have I got into the wrong berth!’ 
and bounced out of the section and into the next at the rate of 
about “7 miles an hour. He saw the lady sitting with her 
husband the next morning in an adjoining compartment, but 
there was no smile of recognition on her countenance. He 
thinks sleeping cars should have some kind of a fastening on 
the inside. 


AS Accident. 

The Toronto Globe of recent date says: “An accident of a pe- 
culiar nature occurred to a Midland Railway train soenniy . 
between Waubaushene and Orillia. When approaching Shiels 
Cut,jthe two forward wheels of the forward truck ot a freight- 
car, situated near the centre of the train, became detached 
from the others, sprang off the track and ran up a steep em- 
bankment a distance of 20 feet, dislodging a large stone and 
imbedding themselves in the earth. e train continued on 
its way for two miles before the mishap was noticed. How 
those wheels got away from the others, and off the track with- 
out disturbing the rest of the train, puzzles all of them.” 


Visibility of Oolored Lights, 

Experiments have been recently made at Trieste for the 
purpose of rr. how far different colored lights» 
penetrate darkness. © results of the experiments are 
as follows: Six lanterns, with carelully selected glass 
of different colors, and furnished with wicks and oils of 





the same quality, were lighted on the beach, and observa- 
tions were made by a party ina boat, At the distance of half 
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a ieagne the light blue lantern was invisible. At the same 
distance the k biue lantern was scarcely visible. The 
white lantern was seen at the greatest distance of them 
all. The red lantern was seen at the second, and the green 
lantern was seen at the third greatest distance. White, red, 
and green lights have the greatest power of penetrating dark- 
ness. Red and green lights are particularly recommended for 
lighthouses and for There is about a green light a pe- 
culiarity which is this : that at a short distance it begins to look 
blue, and often deceives persons. For this reason, they who 
made the experiment suggest that, asa signal, a on light 
— never be used except in conjunction with red and white 
lights. 


Correction in Train Accident Report. 
In our list of train accidents for September appeared the fol- 


lowing : 
* On the night of the 16th there was a butting collision be- 
tween two freight trains on the Illinois Midland road, near 


Paris, Iil., by which both engines were badly damaged.” 

Mr. Richard J. Rees, Receiver and General Manager of the 
Illinois Midland Railway, writes us that no such accident took 
place, The paragraph was taken from a report in an Indian- 
apolis paper, whose mistake was probably in the location of 
the accident on the Illinois Midland. 


The Tanite Oompany in Europe. 

The Tanite Company, of Stroudsburg, Pa., has established a 
direct branch of its concern at No. 42, The Temple, Liverpool, 
for the sale of its solid emery wheels and other goods. Mr. 
Paret, President of the company, is now in Europe for a pro- 
longed stay. 


Another Advantage of the Narrow Gauge, 

The Burlington (Ia.) Hawkeye says: “ The narrow-gauge en- 
gine is no v in working order and everything islovely. {t struck 
a cow amidships the other day and went right through her so 
quick that the two pieces came together and the cow never 
knew that she was hurt, If that cow had met a standard- 
gauge engine, now, where would she have been ?” 


Getting Meat Oheap. 


The ‘l'uscumbia (Ala.) Herald says : 

‘Champ Walker, a negro, and his son-in-law and two sons, 
the latter mere bed having been arrested on charge of ob- 
structing the Memphis & Charleston Railroad, voluntarily con- 
fessed that they had killed cattle and salted the railroad track 
to procure the killing of move beet by the trains.” 


Accidents to Employes in England. 

The report of the evidence taken by the Select Committee of 
the House of Commons appointed to inquire into the question 
of employers’ liability for injury to their workmen, which has 
not concluded its b ptr 7-rsee has just been published. Mr. 
F, W. Evans, the General Secretary of the Amalgamated Soci- 
ety of Railway Servants, was examined, and his evidence, 
summarized, was to the effect that railway servants were 
more than any other class interested in placing on their em- 
ployers such liabilities as would insure every precaution being 
taken for their safety. They were the most interested, be- 
cause a large percentage of them were victims to accidents 
which to a very great degree were ot a preventable nature. By 
the returns of the Board of Trade it appeared that in 1875 no 
fewer than 4,383 railway servants were killed or injured by ac- 
cidents on railways. Of this number the companies asserted 
that only 39 were killed and 514 injured from causes beyond 
their own control while 726 were killed and 3,104 injured trom 
their own misconduct or want of caution. These returns were 
made by the companies, whom he looked on as interested par- 
ties. Upwards of 10,000 railway servants had signed a memo- 
rial, which had been presented to the Royal Commission on 
Railway Accidents, in which they asserted that the causes 
stated in the returns of the companies were in many cases er- 
roneous, and that in the majority of cases the 
accidents to servants were occasioned—firstly, by the exces- 
sive hours of labor ; secondly, by the non-enforcement of cer- 
tain of the companies’ rules; thirdly, by the non-adoption of 
the most approved appliances conducive to safety in the work- 
ing of railways; fourthly, by the want of accomodation for 
working the traffic; fifthly, by the employment of incfficient 
persons; and, sixthly, by the insufficient number of men em- 
ployed. As the law at present stood railway servants could 
not claim any compensation for the loss they suffered by the 
acts of others, The companies were at present in no 
way responsible for the safety of their servants. It 
was in consequence of this irresponsibility that 
companies did not go to any great expense in re- 
moving sources of danger to their servants. He held it to be 
the duty of the Legislature to make the companies responsible 
for loss sustained by servants through the acts of those who 
wielded authority in the companies’ names. In shunting ope- 
rations about one in every twenty men was killed or injured in 
the year, and this arose in a great measure from “ fly-shunt- 
ing,” a practice forbidden by the companies’s rules, but nearly 
everywhere practised with the consent of the companies’ 
officers. Railway servants were not paid wages in proportion 
to the risk they ran, 








RAILROAD LAW. 


The Iowa Railroad Tax Law. 

In 1872 the city authorities of Dubuque, Ia., disregarded the 
provisions of the State law passed the same year, which pro- 
vided that the whole tax assessed upon a railroad should be 
divided rata between the different counties through which 
the roa in proportion to the mileage in each. The 
Dubuque assessors p to value the real estate and other 
property in that city without regard to the law of 1872, and in 
this they were sustained by the Circuit Court, which held the 
law to be unconstitutional. The Supreme Court has just re- 
versed this decision and holds the law to be constitutional and 
valid. The Court places its opinion on the ground that the 
Legislature has the right to declare where certain kinds of 
property, like the rolling stock of railroads, is situated for the 
purpose of taxation, and has the right to provide different 
modes of assessing the valuation of different species of proper- 
ty ; that the different modes of assessment are required by 
reason of the difference in the nature of the property to be 
assessed ; and that the act of 1872 did not contravene the con- 
stitutional provision because 1t is intended simply to point out 
the seer ¢ of ascertaining the valuation of this peculiar species 
cf property, and not to exempt such property 1rom the same 
burdens of taxation as are imposed upon the property of indi- 
viduals, 


Killing Stock in Kansas. 

The Kansas law on this subject is brief and to the point. It 
is as follows : r ; 

Seotion 1, Every railway company or corporation in this 
State, and every assignee or lessee of such eomnpeny or corpora- 
tion, shall be hable to Pay the owner the full value of each, 
any (and) every animal killed, and all damages to cach and 
ev-ry animal wounded by the engine or cars on such railway, 
or in any other manner whatever in operating such railway, 
irrespective of the fact as to whether such killing or wounding 
was caused by the negligence of such railway company or cor- 
poration, or assignee or lessee thereof, or not. 


Src. 2. In case such railway co ge or corporation, or the |in 1873 and 


m 
assignee or lessee thereof, shall fi 


for thirty days after de-| availed itself of 


full value of such animal if killed, or damages thereto if wound- 

ed, such owner may sue and recover from such railway com- 
' pany or corporation, or the assignee or lessee thereof, the full 
value of such animal or damages thereto, together with a 
reasonable attorney’s fee for the prosecution of the suit, and 
all costs in any court of competent jurisdiction in the county in 
which such animal was killed or wounded. 

Sec. 2, The demand mentioned in Section 2 of this act may 
be made of any ticket agent or station agent of such railway 
company or corporation, or the assignee or lessee thereof. 

Sec. 4, In all actions prosecuted under this act, it shall be 
the duty of the court, if tried by the court, or jury, if tried by a 
jury, if the judgment or verdict be for the plantiff, to find in 
addition to their general findings for plaintiff, the amount, if 
anything, allowed for an attorney’s fee in the case. 

Sec. 5. This act shall not apply to any railway company or 
corporation, or the assignee or lessee thereof, whose road is 
inclosed with a good and lawful fence, to prevent such animals 
from being on such road. 

In Mower against the Kansas Pacific Company the constitu- 
tionality of this law was brought in question, but the Supreme 
Court of the state has just decided that it is constitutional and 
valid. There are other States where companies are held re- 
sponsible for all cattle killed if they do not fence the road, and 
it is quite common for them to choose not to fence. 


Mortgages and Mechanics’ Liens, 

The Keokuk (Ia.) Gate City of Sept. 27 says: “Some time 
ago the Supreme Court of Iowa, in a case growing out of the 
foreclosure re ‘eedings against the Burlington & Southwest- 
ern Railroad, held that the mortgage upon said road created 
a lien prior and paramount to all mechanics’ and laborers’ 
liens for work done or material furnished after the mortgage 
was recorded, The case in hand involved but a small sum, 
but the question involved several millions of dollars in Iowa 
alone. Naturally enough the decision attracted the atten- 
tion of the legal fraternity. About the time the de- 
cision was announced a _ similar question was de- 
cided the other way by Judge Dillon, as Judge of the United 
States Circuit Court at St. Louis, in a case elaborately argued 
4 Judge Edmunds, of Illinois, for bondholders, and by James 

agerman, Esq., of this city, for the lien claimants. A peti- 
tion for rehearing was presented to our own Supreme Court as 
now constituted, and the question was again elaborately 
argued. The result is a decision by that Court, reversing their 
former ruling, and holding the mechanics’ and laborers’ liens 
to be paramount to that of the bondholders. This brings the 
State and Federal courts into harmony upon the subject, and 
settles the law finally. The opinion of the Supreme Court of 
Iowa was delivered by Adams, Judge, and is spoken of as ex- 
ceedingly clear, able and strong.” 

Railroad Trains in Cities, 

In Lewis against the Pennsylvania Railroad Company the 
Pennsylvania Supreme Court held : 

1, A child about nine years of age was sent by his mother, 
who resided in Harrisburg, near defendants’ railroad, on an 
errand across the road ; whilst on the track he was killed by an 
engine going westward ; there were iron works and houses for 
the hands on the opposite side of the road at that point, which 
was in the outskirts ot the city; and the hands of the works 
and other persons were frequently crossing the track about the 
place. East of where the boy was struck was a curve, 
which prevented the engineer from seeing him until within 
too short a distance to stop the train after he was seen. There 
was no ordinance of the city limiting the rate of running trains 
at that — There was evidence that the train was running 
at a high rate of speed. Held, that whether the train was run- 
ning ata rate of speed which was safe and prudeaot under the 
circumstances, was for the jury. It is not common prudence or 
ordinary care for trains to enter the outskirts of a city ata 
dangerous rate of speed, although the people have no right to 
go on the railroad track. 

2, Although persons on a railroad track are trespassers, re- 
gard must be had to the habits, character, condition and cir- ‘ 
cumstances ace poop living in a city and immediately on the 
line of a railroad. 

8. The Commonwealth, by its petice power, may regulate 
aie rights when for the safety, protection and welfare of 

he people, and the speed of trains through towns and cities 
may be regulated by ordinance. 

4. When it is determined by the jury, on the facts submitted 
to them, that the rate of speed of a train is incompatible with 
public safety under the circumstances of the place, the rignts 
of a company, even on its own track, are qualified by the law 
of the = lic good. 

5. The Court charged : “If the boy (being on the track) had 
sufficient judgment and discretion to know his danger, and did 
not exercise the ordinary care that one of his age and maturity 
should, he was guilty of such negligence as would prevent him 
from recovering, etc., Held, not to be error. 


Transferring Municipal Stock to Taxpayers. 

In the case of the Commissioners of Tippecanoe County, 
Ind., against the Treasurer of the county, the United States 
Supreme Court recently iield that the States have power to 
direct the delivery of certificates of stocks given to counties in 
return for subscriptions in aid of local railroads to the tax- 
pegers personally for their pivots benefit, and thus to divest 
he various counties of title to the stock originally issued to 
them. The Commissioners in this case resisted the law, 
which directed the County Treasurer to issue such cer- 
tificates to those who had, as appeared by the record of his 
office, paid the taxes which aided the roads, and the State 
Court affirmed the right of the Legislature to transfer the 
public title to private persons as provided in the act. The 
Court affirms the judgment, saying that there can be no doubt 
of the power of the State to direct a restitution to the tax- 
payers of a county or other municipal corporation of property 
exacted from them by taxation into whatever form the property 
may be changed, so long as it remains in the possession of the 
municipality. 


Ratification of Lease by Acquiescence. 

In Eaken against the St. Louis, Kansas City & Northern Com- 
pany the United States Circuit Court held: 

1, A statute of Missouri (1 Wag. Stat. 312) provides that any 
railroad company may lease or purchase all or any part of a 
railroad with all its privileges, etc., if the lines of the road or 
roads of said companies are continuous or connected at a point 
either within or without this state, and provided that no such 
lease, etc., shall be perfect until ratified by a majority of the 
stockholders of the companies parties to such agreement. A 
lease in perpetuity was made by the St. Louis, Council Bluffs 
& Omaha Railroad to the defendant company, with the 
consent of the stockholders of the former road, but the 
stockholders of the defendant company took no formal 
action on it until March, 1875, when oor voted it down, al- 
though the company had made three semi-annual payments of 
interest on bonds issued under and secured by said lease. 
Held, that although the directors and officers of the defendant 
company, under the act of 1870, above quoted, could not right- 
fully consummate and perfect a lease of another railroad com- 
pany without the assent of the stockholders given as therein 
Seige yet having undertaken to do soin execution of the 

he agreement of Aug. 13, 1871, and having reported 
that fact to the stockholders at their annual meeting 
in 1874, the defendant company having 

the benefit of the lease, and op- 





mand made therefor by the owner of such animal, or his agent | erated the leased road thereunder, and carried out the provi- 


or attorney, to pay such owner, or his agent or attorney, the 


sions of the lease by making three semi-annual payments of 





interest on the coupons—all with the knowledge of but with- 
out objection from the stockholders, that the lease in question 
has been, as in law it may be, ratified by acquiescence and ac. 
tion thereunder, as respects the innocent holders of bonds in 
question, and that the defendant company is estopped to insist 
as to such holders, that the lease is void because not formally 
assented to by the stockholders by an express vote or writing. 

2. The line of the St. Louis, Council Bluffs & Omaha Railroad 
was within the meaning of the above act so ‘‘ connected,” with 
the line of the defendant company, as to authorize the latter 
to lease the former. 








OLD AND NEW ROADS. 





Central, of New Jersey. 

Reports that President Clark, of the Lehigh Coal & Naviga- 
tion Company, is to succeed Mr. Knight as President of the 
Centra) soon are denied. 

It is stated from Philadelphia that the difficulties between 
this company and the Lehigh Coal & Navigation Company have 
been satisfactorily adjusted. The Lehigh Navigation Company 
agrees, it is said, to accept a part of the rental due on the 
Lehigh & Susquehanna road and the canals in money and the 
balance in notes given by the Central. This will afford the 
Central relief by postponing its most pressing liability fora 
time. 

Mr. James Moore, the new Superintendent of the road, as- 
sumed charge Nov. 1. It is said that he will make many 
changes in subordinate officers and that he will cut down the 
working force considerably. So far, however, but few changes 
have been made. 


8t. Louis, Iron Mountain & Southern. 

Only one-half of the amounts due on coupons Nov. 1 was 
paid, the amount paid being stamped upon the coupons, which 
were then returned to the holders. 

A circular to bondholders has been issued which says that 
the earnings for 1875 and 1876 have fallen below the estimates 
mae in the circular of Feb, 23, 1875. Since that time the com- 
pany has paid for interest on the Iron Mountain first-mortgage 

onds $400,575; in reduction of floating debt, $1,217,507. It 
has also paid for construction $370,194; real estate, $138,339; 
interest on floating debt, $266,115, and interest on bonds prior 
to March 1, 1875, $118,589, making $843,239 for which no pro- 
vision was made in the estimate. The floating debt of the 
company Feb. 28, 1875, was $3,300,747; Aug. 31, 1876, it was 
$1,984,074, showing a reduction of $1,316,673. The floating 
assets Aug. 31 were $969,149, but most of these are not availa- 
ble for immediate use, consisting chiefly of balances due, ma- 
terials on hand and land notes. 

The amount of interest falling due in the last four months of 
1876 is $856,041; ——. expenses, over-due pay-rolls and 
other necessary payments for the same period are estimated at 
$1,299,590, making a total of $155,631. To meet these pay- 
ments the estimated gross earnings for the four months are 
$1,799,000, leaving a deticiency of $2,356,631. To meet this, and, 
at the same time, to leave the company a fair chance to gain 
upon the reduction of debts after January next, it is proposed 
to pay $510,946 of accruing interest on bonds instead of $856,- 
041, leaving for the present, $345,095 of the interest coupons 
falling due this year in the hands of the bondholders. 

The officers ot the company believe that there is every pros- 
pect of a continued improvement in business and earnings. A 
considerxble extent of new country in ‘lexas has lately been 
opened by the completion of new lines and others will soon be 
finished. The business of the existing lines is also improving. 
The gross earnings for 1876 are now estimated at $4,050,000 
and there is little doubt that next year will show a large gain. 

The circular thus sets forth the new proposition made by the 
company: ‘About $750,000 of it (the floating debt) should be 

aid in 1877. The interest which will accrue in 1877 upon all 

inds of indebtedness, including gold premium, will be about 
$2,150,000. New constructions, steel rails, and other necessary 
improvements, for the maintenance of the property in good or- 
der and efficiency, may require near 12 per cent. of the earn 
ings. The — and general expenses and taxes will con- 
sume about 50 per cent. Without a large increase of earnings, 
therefore, it becomes apparent that the time for the resump- 
tion of the payment of the interest in full, with a fair expecta- 
tion of maintaining it, has not yet arrived. 

“The company will therefore pay on and after Noy. 1, 1876, 
all the interest as heretofore on the first mortgage (St. L. & I. 
M. R. R. bonds). and all interest upon all classes of the funded 
certificates, and half the interest coupons on other classes of 
bonds as they mature and are presented for payment.” 


San Francisoo & Buenos Ayres. 

In California they are fond of big projects, and one has been 
started there which is, or ought to be, big enough to satisfy 
the most enthusiastic dweller on the Pacific slope. According 
to the San Francisco Journal of Commerce, it is seriously pro-- 

sed to build a raijroad from that city through southern Cali- 

ornia, Mexico, the Central American States and South Amer. 
ica, to Valparaiso or Concepcion, and so on to Buenos Ayres 
The main line would pass through Fort Yuma, on the Colora- 
do, which would be the first important station; thence 
through Sonora and Sinaloa, to Mazatlan, a port on 
the Pacific coast; thence to Tehuantepec, the terminus of one 
of the proposed lines of canal to connect the Atlantic with the 
Pacific. From Tehuantepec the line would pass through the 
States of Guatemala, San Salvador, Honduras and Costa Rica, 
over the Cordilleras, to Panama; from Panama to Lima, and 
from Lima to Valparaiso or Concepcion, and thence by the 
Cumbe or Antuco Pass, across the Andes, and so on to Buenos 
Ayres. 

The entire length of this main line would be about 7,220 
miles by way of Concepcion, or by way of Valparaiso, 6,940 
miles. e connecting lines, which should be constructed 
through Mexico, Central America and South America, to open 
communication with the more important business centres of 
those countries, would aggregate about 3,345 miles. The en- 
tire expense per mile is estimated at $50,000, which would 
amount to some $578,250,000. 


Philadelphia & Reading. 


Reports are current on the Philadelphia Stock Exchange to 
the effect that this company is having Cane difficulty in pro- 
viding for its floating debt. ‘It is said that besides a conside- 
rable amount of its own debt it has indorsed large amounts of 
the Philadelphia & Reading Coal & Iron Company’s paper, 
which will have to be provided for, besides smaller indorse- 
ments for other companies. It is also aaid that there is a large 
sum due to the English bankers of the company for money ad- 
vanced, which has been used in keeping up the price of the 
stock. 

There are other reports to the effect that President Gowen 
will retire at the annual meeting next January. These last 
seem to need confirmation. 


Indianapolis, Bloomington & Western. 

In the United States Circuit Court in Chicago, Nov. 1,8 
motion was made for the Farmers’ Loan & Trust Company, 
trustee, to rémove Gen. Wright, the present Receiver. The 

rounds alleged for the motion were, in substance, that Gen. 
Wright had been extravagant and that he was inclined to favor 
the interests of the unsecured creditors. : 

The argument was concluded Nov. 3, when it was finally 





agreed that a new receiver should be appointed, and the a 
ties are to submit the name ofa proper person to the Court 10! 
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appointment. It should be stated that the Court exonerated 
Gen. Wright from all urges, and that those made against 
him were withdrawn. Gen Wright has desired for some time 
to be relieved from the receivership, but would not withdraw 
until cleared of all the charges made t him. He has 


ns! 
managed the affairs of the road successfully, its business hav- 


ing largely increased, and is said to have put it in better con- 
dition than it ever was before. 


Petersburg. 


In the matter of the application of Atkins and others, cred- 
itors of this company, for the *p 


pointment of a receiver, - 
ment was to be heard by the United States Circuit Court Nov. 
10, at Norfolk, Va. 


Chicago & South Atlantic. 

The Indianapolis Journal says that this company has closed 
a contract with the firm of Scudder & Mason, who agree to be- 
come financial agents for the company and to congas the 
road from Chicago to Indianapolis. A little work hus been 
done on the road, but the project was supposed to be dead. 
Dividends. 

Dividends have been declared by the follo 

Pennsylvania, 2 per cent., quarterly, payable 
fer books closed Oct. 31. 

Cleveland & pean 2 1% per cent., quarterly, on the new 
guaranteed stock, payable Dec. 1. 


Pittsfield & North Adams. 

A special meeting of the stockholers will be held in Boston, 
Nov. 15, to act on the question of authorizing the directors to 
procure such legislatiun as may be needed to enable the com- 

ny to sell its road to the Boston & Albany. The road is now 
eased to that company. 


Union Pacific. 

The trustees under the mortgage give notice that, under the 
provisions of the mortgage, 54 Omaha yee bonds have been 
drawn for redemption and will be paid April 1, 1877, on presen- 
tation to Drexel, Morgan & Co., New York, or the London & 
San Francisco Bank, London. The numbers of the bonds are: 
43, 92, 114, 164, 197, 208, 239, 245, 260, 279, 287, 292, 320, 338, 338, 
348, 402, 411,461, 471, 654, 705, 751, 952, 958, 975, 1210, 1259, 
1262, 1296, 1305, 1845, )1849. 1358, 1402, 1525, 1607, 1622, 1631, 
1635, 1746, 1813, 1960, 2012, 2031, 2071, 2073, 2134, 2151, 2256, 
2280, 2342, 2393, 2460. 


Kansas Pacific. 

It will be remembered that this company made default on 
the interest on its bonded debt in 1873. Subsequently an 
agreement was made under which the first-morigage bond- 
holders agreed to fund one-half of their interest up to 1877, 
the company to pay the other half in money.as it became due, 
On November 1, however, the company failed to pay the half 
coupons then due. 

e trustees under the first mortgage at once began suit in 
the Shawnee ange (Kan.) District Court, and that Court 
Nov. 8 appointed Carlos 8. Greeley and Henry Villard Re- 
ceivers. Mr. Greeley is Treasurer of the company and Mr, 
Villard acted as its agent in dealing with the bondholders. 

It is said that many of the bondholders would have preferred 
some person not connected with the company as receiver, and 
that the prompt action of the trustees was taken in order to 
prevent an expression of this preference. 

The first-mortgage bonds are a first lien on 845 miles of the 
road, from the 294th to the 639th mile, and are also a second or 
third lien on the rest of the road. ‘The amount oute tandiag 
by the last report was $6,404,000. 


Bedford, Brownstown & Madison. 

This company has been nosegueiaes anda new board of di- 
rectors chosen, Arrangements are being made for its con- 
struction, and contracts will probably be let about Dec. 1. The 
road will be of 3 ft. gauge and will extend from Bedford, Ind., 
eastward to Madison, 65 miles. ‘The line as surveyed has on it 
one grade of 95 feet to the mile three miles long, one 20-de- 
gree curve, and a trestle 120 feet high. 


West Wisconsin. 


On Oct. 19, the trustees under the first mortgage restored 
possession of this road to the company. Undcr the new ar- 
rangement, however, Mr. William H. Ferry, late Agent for the 
trustees, continues in charge of the road as General Manager. 
Quebec Central. 

This road, formerly the Sherbrooke, Fastern Townships & 
Kennebec, is now in operation from the Grand Trunk at Sher- 
brooke, P. Q., to Lake Weedon, a distance of 43 miles, 

Qanada Oentral. 
Trains on this road are now runnin 


beyond the late terminus at Renfrew, 
Ottawa. 


Portland, Saco & Portsmouth. 

_ At the last annual meeting the stockholders authorized an 
issue of $500,000 first-mortgage bonds to bear 6 per cent. inter- 
est in gold, the proceeds to be applied to paying oft the float- 
ing debt of the company and to providing for future necessities. 
The company is now offering these bonds for sale to stock- 
holders only. The road, which is 51 miles long and is leased to 
the Eastern Railroad Company, has no other mortgage encum- 
brance upon it. 


Chicago, Milwaukee & St. Paul. 

_ The old suit, brought by Aaron 8. Bright and others to estab- 
lish a claim of $2,000,000 against this company on account of 
certain transactions with the old La Crosse & Milwaukee Com- 
pany, was before the New York Supreme Court again last week 
on a motion to remove the cause to the United States Circuit 
—. The motion was denied on the ground that it was made 

ate. 


Cincinnati & Martinsville. 

A new company has been organized to take this road from 
the bondholders who bought it at foreclosure sale and to 
Operate it. The newcompany will be known as the Fairland, 

ranklin & Martinsville. 


Ohio Central. 


Ameeting of the stockholders was held in Lancaster, O., 
Nov. 1, to vote on the proposed agreement with the Pittsburgh, 
Cincinnati & St. Louis and the Cincinnati & Muskingum Val- 
ey companies. No quorum was present, and the meeting 
adjourned until Nov. 17. 


Harrison Branch. 

The stockholders of this company will meet in Cincinnati, 

oy. 30, to vote upon an agreement vo lease the road to the 
Indianapolis, Cincinnati & Lafayette. The road is seven miles 

ng, from Valley Junction, U., to Harrison, and is the Ohio 
section of the Whitewater Valley road. 
Atlantic & Pacific. 

The St. Louis Republican of Nov. 3 saya: “In the United 
States Circuit Court yesterday, in the case of Calvin Littlefield 
4gainst the Atlantic & Pacific Railroad, Wm. F. Buckley, the 
purchaser of the road, gave bonds in the sum of $150,000, with 

ew Peirce, Wm. H. Coffin, W. D. Griswold, J. W. Conligan 

Chas. E. Harwood as sureties for his responsibility to the 
Teceivers to comply with the terms of the purchase. 

“An effort was made to secure the final transfer of the At- 

& Pacific road from the hands of the receivers to the 


companies : 
ov. 29. Trans- 


to Pembroke, 35 miles 
mt., and 105 miles from 


bees 


purchaser; but Gen. Noble, represen’ the trustees, raised a 

int which caused a further severe Dory It had been held 
t the decree of the Court authorizing the sale operated as a 
virtual foreclosure of the first mortgage. This view was re- 
sisted by Gen. Noble after the papers for the transfer had all 
been drawn. Mr. T. T, Buckley, one of the receivers, being 
very anxious to depart for New York, the Court itted the 
acknowledgment of the deed of transfer, but to make 
an order for the delivery of the road until the question of fore- 
closure had been looked into.” 


Omaha & Republican Valley. 
Work on this road is now soqvemting v rapidly. The 
g is finished from the Union Pacific at aterioo Valley, 
eb., to the Platte River, and track is being laid on that sec- 


tion. The bridge over the Platte is nearly finished and the 
grading southwest of the river i» well advanced. 
Tilinois Oentral. 

In the suit hoangit by F. W. Gilley in the New York Supreme 
Court to restrain this mr from including bonds owned by 
itself in the 200 bonds of the New Orleans, St. Louis & Chicago 
Company which it purchases annually under a traffic agree- 
ment, the Court refused to grant an injunction on the ground 
that there was no sufficient reason for it, and that the plaintiff 


had other remedies if his interests suffered by the company's 
action in the matter. 


Erie. 


Receiver Jewett’s report to the Court for August is summed 
up as follows : 








Cash balance Aug. 1.............seeeseeee ahdeeckouuhas $388,765 38 
Receipts from all sources. ...........eseeseeeseeees seoee 1,810,850 56 
WUE. cnc cendeeds 15+.) pesevoceserccecscosenececds $2,199,615 94 
Disbursements on all accounts ...........seeeeeeeeeeees 1,630,472 72 
NN Is Bis ib00 skkas: Sede <b sade ddrcdacesebace $563,143 22 


The receipts were $174,377.84 in excess of the disbursements. 
During the month $190,000 Receiver’s certificates were issued and 
$280,000 paid and canceled, making a reduction of $90,000. The 
total amount of Receiver’s certificates issued sinee the Re- 
ceiver’s appointment has been $3,441,539.40; canceled $2,261,- 
539.40, leaving $1,180,000 outstanding Sept. 1. 

The Receiver has ordered that ereafter the Paymasters 
shall begin to pay the employes of the road on the 15th of each 
month for the prcesding month. If this order 1s carried out 
the payment will be completed by about the 25th of each month 
and the road will never be more than a month in arrears. 


Parker & Karns Oity. 


The work of laying track on the extension from Karns City, 
Pa., to Butler was completed last week, and the first train ran 
through Oct. 27. The extension is 17 miles long, making the 
whole length of the road 27 miles, from Parker, Pa., to Butler. 
The road, which is of 3 ft. gauge, connects with the Allegheny 
Valley at Parker and serves chiefly to transport oil from the 
Butler District. The extension is built nominally by a sepa- 
rate company, thé Karns City & Butler, but is really owned by 
the Parker & Karns City Company. The contractors were 
Weiss, Britton & Co. 


Mobile & Ohio. 

The bondholders’ committee requests holders of bonds to 

ive in their assent to the agreement for the reorganization of 
the company and to deposit their securities with the Farmers’ 
Loan & Trust Company, New York; the Bank of Mobile, Mo- 
bile, Ala.; C. M. Lampson & Co., London, England ; Lombard, 
Odier & Co., Geneva, Switzerland, or the Frankfurter Bank- 
verein, Frankfort-on-Main, Germany. The committee consists 
of Wm. H. Hays, Wm. T. Pierson and T. Haskins du Puy, and 
has its office at No. 11 Pine street, New York. 


Maxwell Land Grant & Railway. 

The plan of reorganization referred to last week was adopted 
at a meeting held in Amsterdam, at which £46,800 of the ster- 
ling bonds of 1870, £14,700 bonds of 1872 and $2,500,000 stock 
were represented, The agreement will remain open for assent 
until Nov. 19. 


Philadelphia, Newtown & New York. 

The bondholders, for whose account this road was bought at 
the recent foreclosure sale, met in Philadelphia Nov. 1 and 
organized a new company. Holders of $1,200,000 bonds joined 
in the new organization. The name of the old company is re- 
tained, and the capital stock is fixed at $1,200,000 in shares of 
$50 each. 

Wilmington & Reading. 

The sale of this road under foreclosure of the first mortgage, 
which was postponed from Oct, 2 to Nov. 6, on account of a 
writ of supersedeas | cgpaee by the United States Supreme 
Court, has been again postponed to Dec. 4. The Supreme 
Court heard argument in the matter last week, and subse- 
quently decided to vacate the writ, so that there is now noth- 
ing to prevent the sale from taking place pursuant to the last 
adjournment. 


Missouri, Kansas & Texas, 


The Machinery Department reports for September as fol- 
lows : 





Passenger Freight 
Mileage of revenue locomotives........ 61,017 117,322 
ad 64 # CBEB.cccccccsccess 282,850 1,854,276 
Average cars per train..........++. eoveece 4.6 168 
Cost of locomotives per train mile. ° 18.57 cts, 24.30 ote 
“ “ “ o car a om 4.01 “ 1.63 “ 
Pounds of cea) per car per mile........- 10, e 5.11 
Total cost of Machinery Department. ...$17,611 93 $39,993 68 
+ “ per car per mile.......e.ee00+ 6.23 “ 2.16“ 
Cost of car repairs per mile............. 233 0.62" 


The total locomotive mileage, including switching and work- 
train engines, was 218,645 miles. The cost of switching and 
work-train engines is charged one-third to passenger and two- 
thirds to freight. Air brake repairs were 1.1 per cent. of all 
locomotive repairs; Pullman cars absorbed 6.3 per cent. of the 
amount required for passenger car repairs. 


Wisconsin Central. 

Regular trains are now running regularly on the Portage 
Branch, or Southern Division, as it is called, The stations 
with the distances from Stevens Point are as follows: Plover, 
47 miles ; Buena Vista, 10.7 ; Bancroft, 15.2; Plainfield, 21.8 ; 
Hancock, 27.6; Coloma, 34.9; oy Bluff, 39.9; Westfield, 
45.7; Packwaukee, 55; Mounduille, 61.3 ; Corning, 65.3 ; Purt- 
age, 71.1. 

fon the Main Line the track is laid to the Flambeau River, 26 
miles north of the late terminus at Worcester, Wis., and 127 
miles from Stevens Point. The company expects to build this 
season eight miles more, from the Flambeau Raver north to 
Butternut Creek in town 41, range 1 west; also to extend the 
track now luid on the northern end of the line from Penokee 
south 12 miles to the Chippewa River in town 43 range 2 west. 
This will leave a gap of about 10 miles upon which the work 
will be finished in the spring. Over this gap a stage line will 
be run through the winter, forming with the eiocad a through 
line from Milwaukee to Ashland on Lake Superior, 


Southwestern Railroad Rate Association. 


The lines composing the Missouri River pool have organized 
an association by this name, which is to heave the manage- 
ment of all the busir.ess pooled according to the recent agree- 
ment, which includes all business trom Chicago and St. Louis 





to points on the Missouri River. The companies in the asso- 





— 


ciation are the Chi , Burlin & Quincy; Chicago, Rock 
Island and Pacific: Ohi & Ginn: aN Loula, Kansas City & 
Northern; Missouri Pacific; Hannibal & St. Joseph and the 
Kansas City, St. Joseph & Council Bluffs. The association 
will be managed by seven directors, one from each company, 
and will have its headquarters in Chi 


icago. 
Texas & New Orleans. 

At latest accounts the track on this road was all laid with 
the exception of a mile over the San Jacinto bridge and another 
mile at the crossing of the Neches River, where a long trestle 
is stil] to be completed. The whole length of the road from 
Houston, Tex., to the Sabine River at Orange is 108 miles, of 
which 40 miles, from Houston to Liberty, has always been in 
operation. The remainder of the road has been rebuilt and the 
track relaid by the present company after having been aban- 
boned for several years. The will be in cperation ina 
very short time. It can command only the local business, 
however, and will have no eastern outlet until either the New 
Orleans, Mobile & Texas or Morgan's road is completed to Or- 
ange, and nothing is now being done on either line. 


St. Louis & Southeastern. 


General Superintendent Minty has issued the following order: 

* First. It has been reported to me that large quantities of 
matter from which the road derives no revenue is being con- 
tinually carried in the begga e cars. This practice must at 
once cease. Second, On trains on which there are express 
messengers, all matter not strictly baggage must be turned 
over by the baggagemen to the express messengers. Third, 
On trains on which there are no express messengers, all matter 
not strictly baggage must be charged for at excess baggage 
rates, in all cases giving receipts, which must be taken up 
before delivery of matter to the owner. These receipts must 
be forwarded daily tothe General Ticket Agent. Fourth. Train 
baggagemen will hand over to their conductors all moneys thus 
collected, together with detailed statements, which will be at- 
tached by the conductors to their ticket reports. Fifth. Both 
station and train baggagemen and conductors will be held re- 
sponsible for the strict enforcement of this order, and any vio- . 
lation thereof will be followed by prompt dismissal.” 

A similar order, well enforced, would be of advantage to the 
revenues of many other roads. The practice of carrying par- 
cels and other articles, which are properly express matter for a 
small gratuity is a very common one among baggagemen, and 
- many roads must be a source of considerable revenue to 
them, . 


Springfield, Jackson & Pomeroy. 

Contracts have been let for the completion of the line be- 
tween Waverly, O., and Bainbridge. It is expected that track- 
laying will be begun at Jackson some time in Nov: mber and at 
Springfield about a month later. Arrangements have been 
made for iron, and a locomotive and construction tram have 
been purchased, 


Winchester & Potomac. 

The President of this company, whose road is leased to the 
Baltimore & Ohio, reports that the payment of dividends 
on the stock has been resumed, and the company expects to 
continue the payment of 6 per cent. per year regularly here- 
after, The rental has been for some time absorbed by the re- 
payment of the amount advanced by the Baltimore & Ohio to 
provide for the final settlement with the Manassas Gap Com- 
pany, and by the payment of the heavy expenses which attend- 
ed the litigation with that company.” These payments have 
now been completed and the company has no other Seating 
debt which cannot be promptly met without interfering wit 
the payment of dividends, 


California Railroad Commission. 

Some time since the Califorma Railroad Commission issued 
blank forms of reports which w-re sent to all the railroads of 
the State. The answers received have not been satisfactory, 
and at a recent meeting it was resolved to send several of them 
back to the companies for correction, It was also resolved 
that the reports submitted by the Central Pacific and its con- 
trolled or allied companies, the Southern Pacific, California 
Pacific, Amador Branch, Northern, Sacramento Valley, Placer- 
ville & Sacramento Valley, Terminal, Stockton & Copperopolis, 
Stockton & Visalia and San Pablo & Tulare companies, were 
wholly insufficient and unsatisfactory. The counsel for the 
Commission were directed to bring suits against those compa- 
nies t» compel them to make the reports complete and full, in 
accordance with the law; also to compel the Central Pacific to 
file with the Commission, with the Secretary of State, and in 
each county on the line of the road, copies of the freight and 
passenger tariffs and all rules connected therewith which were 
in force Jan. 1, 1876. 


Ohicago & Alton. 

In the suit brought by the Higgins Fe Conger against 
this company for damages for breach of contract, the Court has 
= judgment for the Ferry Company to the amount of $103,- 

99.8 





The Ferry Company claims to have an exclusive contract 
with the Chicago & Alton for the transfer of passengers and 
freight across the Mississippi at St. Louis, and brought this 
suit to enforce the fulfillment of the same, the railroad compa- 
ny having for some time sent its passengers and some of its 
freight over the bridge at St. Louis, 


Chicago, Quincy & Western. 

A recent visit of Gen. J. W. Singleton, of Quincy, to Balti- 
more to secure aid in building the section ot this road from 
Beardstown, Ill., to Guy is reported to have beeu entirely 
successful. It is said that liberal promises of aid were made, 
and that the Baltimore & Ohio agreed to examine into the pro- 
aa with a view of giving substantial aid if found to be ex- 
pedient. 


Oairo & St. Louis, 

On Nov. 1 the enginemen and firemen on this road struck 
and left their engines on account of a reduction in wages. 
Trains were — for a day, but telegraphic reports are to 
the effect that the company has secured new men who are now 
running regularly. 


Houston & Texas Central. 

Grading is progressing rapidly on the extension of the Waco 
Branch from Waco to Weatherford, and the first 10 miles are 
nearly done. The ties are being prepared, and Mr. M. D. 
Olney, the contractor, has begun work on the bridges. 


Sandersville & Tennille. 

This road is now completed and regular trains are runnin 
over it, connecting at Tennille with trains on the Central Rail- 
road of Georgia. It is about four miles long, from Sanders- 
ville, Ga., to Tennille, and has been built during the present 
season, It was opened for traffic Oct, 31. 


Baltimore, Pittsburgh & Ohicago, 

The stockholders of the Ohio and Indiana companies of this 
name met at Chicago Junction, O., and voted to approve an 
agreement made for the consolidation of the two —ae. 
The name of the consolidated company will be the Baltimore, 
Ohio & Chicago Railroad Company. It is controlled by the 
Baltimore & Ohio. 


Smyrna & Delaware Bay. 

It is said that some parties whose awards for land damages 
have never been paid have taken measures to repossess them- 
selves of the land used by the road, and will take up the track 
near Clayton, Del. The road was finished in ists and has 
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| 
never been run as a whole, but for a few months t the Kent 
Tatlroad has used the section from Massy’s to Clayton, 
and has run an occasional train from Clayton to Rombay ook, 
It was intended to connect the Delaware system of roads with 


the New J Southern, by steam ferry from Bombay Hook 
to Bayside, N. 5. but the ph An fell through with the collapse 
of the New Jersey Southern. 


Marietta & North Georgia. 
A le force of convicts has been secured from the 
State of to work on the grading of this road in Geor- 
The is making good ogress all along the line | 
Marietta, Ga., to Murphy, N. C., and the company intends 


to spp to the Georgia Le ture for some State aid to en- 
able it to secure the next Spring. 
Lawrenceville, 

It is to build a railroad from Lawrenceville in Gwin- 


nett County, Geor, northwest to the nearest point on the At- 
lanta & Bikmond alr Line. The distance is'about 10 miles 
and it is said that the grading would be very light, as the roa 
would pass through a level and well timbered country. 


Northern Pacific. 

The Dakota Division, from Fargo to Bismarck, has not here- 
tofore been worked in winter, because the traffic was so light 
that it did not warrant the expense of Reoeing it open. This 
year, however, it is expected that there will be a large amount 
of Government transportation on account of the Sioux war, and 
trains are to be kept running. Snow fences are being put up at 
exposed points and other preparations made. 

Bangor & Piscataquis. 

This road has been for some time worked by the European & 
North American under a lease made for 999 years, It is now 
claimed, however, that the lease is forfeited, owing to the 
tessee’s failure to comply with the terms. The city of Bangor 
is the principal owner of the roac, and at a recent meeting of 
« committee of the City Council with the directors of the com- 
pany it was voted to appoint a committee to investigate the 
matter. It was also voted to call a special meeting of stovk- 
hulders for Noy, 21, to determine what steps shall be taken to 
recover possession of the road from the lessee; also to decide 
what arrangements shall be made ror working the road, either 
by the company directly, or by lease or contract with another 
company or individuals, 


Louisville, Cincinnati & Lexiogton. ? 
The Auditor’s report for September is as follows, the Shelby 
Railroad being included : 
































1876. 1875. 1874. 
Passenger earnings........ $58,497 87 $58,519 59 $63,952 61 
Freight......scceseseseees 57,687 17 560,710 27 47,920 52 
Express, mail,etc,........ 6,550 83 6,415 39 5,899 48 
Total earnings.......$122,585 87 $115,445 25 $117,772 61 
Ordi expenuses........ 61,195 50 61,367 567 80 746 97 
Reuewal of ties and rails... 11,835 45 7,191 89 7,191 89 
Total expenses....... $73,030 95 $68,559 46 $87,938 86 
Net earnings.........+-.++ $49,554 92 $46,885 79 $29,833 75 
State taxes..........66+++. 1,166 00 1,311 75 1,451 25 
Rentals and guaranties... 2,232 99 4,558 37 6,391 98 
Construction and improve- 
MODE. ccc ccsccrcecesccces 332 41 590 99 2,082 O1 
Total charges........ $3,731 40 $6,461 11 $8,925 24 
Net profit.........++++ $45,823 52 $40,424 68 $20,908 51 
The working expenses and renewals were 59.57 per cent. of 
earnings in 1876, 59.50 per cent, in 1875, and 74.65 per cent. in 


1374. The month this year shows an increase of 6.2 per cent. 
in gross and 5.7 per cent. in net earnings over 1875, and an in- 
crease of 4.1 cent. in gross and 66,2 per cent. in net earn- 
ings over 1874. The increase in freight earnings is noticeable. 


Oleveland, Columbus, Oincinnati & Indianapolis. 


On Nov. 1 80 much of the Cincinnati Division of this road as 
lies between Delaware and Dayton, O., was consolidated with 


the Columbus Division, which will hereafter be known as the 
Columbus & Cincinnati Division. The rest of the former Cin- 
cinnati Division, 


from wemee to Cincinnati, passed under the 
management of Mr. L. W lliams, Superintendent of the Cincin- 
nati, Hamilton & Dayton road, in accordance with the recent 
agreement made with that company for the pooling of all busi- 
ness between Dayton and Cincinnati. 








ANNUAL REPORTS. 
Pullman Palace Oar Oompany. 











The last report is for the year ending with July last. We 
make some comparisons with that for the previous year. 

The assets are reported as follows: 

1876. 1875. 
Cars, DUMDVET,..0--scceccerercesrvesseceees 451 422 

“ cost with equipment and franchises. . $8,343,270 $7,877,616 
Construction material and supplies, includ- 

ing amount paid on cars under construc- 

POT 00. cccccccccccstcccccvccccccccece e+e 420,208 446,920 
Car-works in Detroit, cost...........++. 334,401 
Patente, COB... ..ccccsecccvesecsccesccccess 149,364 149,364 
Oftice furniture, etc. (52 offices)...........+. 62,443 61,202 
Office building in Rnb uenerces ceceees 21,902 21,902 
Investments fn other car associations con- 

trolled an +0 oe eee 2,308,658 2,240,235 
Balance of accounts and bills mae) @llene> 55,979 
Cash OD HANA. ....secceeecececeeecsvecsses 25,485 69,681 

$11,667,790 $11,257,390 


The iocrease in carsis 29, with an increase in cost of cars 
amounting to —— at the rate of $16,057 per cay. There is 
an increase of about $7,000 in the investment in the Detroit car 
works, of $1,150 in office furmture and fixtures, and of $63,400 
in investments in o\her car companies; but there is a decrease of 
about $126,500 in other assets, including supplies on hand, 
accounts receivable and cash, The total increase in assets is 
$410,400, or about 3 3-3 per cent. : 

These assets were represented by: 














funded debt, while there has been an increase of $410,400 in 
assets, 
The revenue of the company is reported as follows: 


er mile. The assets include $10,000 Evansville. Terre Haute 
Chicago stock ; $8,000 Evansville Elevator stock 3 $109,633.98 
cash and balances due and $39,642.35 fuel and materials on 
hand. Expenditures on construction account for the year were 
$14,540.11 for two new station buildings, 4,216 feet new sidings 
and fencing. No bonds were bought during the year and none 
were Ou the market except at a premium. 
The work done was as follows : 








1876. 1875 
PGE, . ccanouanas oatendasenenh soccsceees $1,989,439 $2,022,630 
Proportion of earnings of other sleeping-car 
associations operated by this company.... 552,894 500,948 
POSSE FOFRNING . 6 osc ons csthodccdsctscvessce 12,677 1,134 
Dividends on stock owned in other lines.... ovecce 23,935 
Total revenue........++ eecceeee $2,555,011 $2,558,647 


The changes are very slight—a decrease of about 1% per 
cent, in the earnings from the company’s own cars, but only 
one-seventh of 1 per cent, less in the aggregate revenue. 

The disbursements were: 

















1876. 1875. 
Operating expenses, taxes andinsurance.... $623,764 $683,138 
Maintenance of upholstery and bedding..... 175,879 124,283 
Proportion of expenses in other lines con- 
trolled and operated by this company..... 190,567 175,925 
Total working expenses..........+++++ $990,210 $983,346 
Net earnings. ........ Ke ant oxen nee dere $1,564,801 $1,575,301 
Rentals (of Southern and Central Transpor- 
NN i issrss spa nnhconetsanbencioe $284,000 $284,000 
Profit and loss, including interest, discount 
and exchange............- Ss RE 33,003 30,452 
Net earnings applicable to the company’s 
MI cccccccccocccccccesccseccossesoecsce $1,247,798 $1,260,849 
The disposition of net earnings was: 
1876 1875. 
Coupon interest on bonds,.......ceceeeseees $197,266 $235,905 
ST NN IEEE» 645 5666:40 edaecdebooenad 626,578 618,648 
Improvements Of COTS.........see008 seeeees 42,406 76,069 
Surplus carried to credit of income account. 481,548 330,227 
TORR ciccdsbies icdvia o igdctecédeeeive $1,247,798 $1,260,849 


The changes in expenditures are considerable, but they near- 
ly balance each other. Maintenance of upholstery and bed- 
ding (usually all the maintenance which this company has to 
provide, the other car repairs being made by the companies 
over whose lines its cars run) increased 42 per cent., but the 
other working expenses decreased nearly 9 per cent. The pro- 
portion of the expenses of other lines operated chargeable to 
this company increased 8 per cent. The net earnings fell off 
but $10,500—about % per cent. Srill, though the interest 
charge was less than the year before by nearly one-sixth ($38,- 
600), anc the surplus of income over all expenses and rentals 
and interest wes greater than the previous year (by $25,000) 

the rate of dividends was not kept up. This surplus is reportec 

as at the rate of 17.7 per cent. on the capita) stock in 1875-76, 
against 17.6 per cent. the previous year. 

Boston & Albany. 

The following figures are from the report made to the 
Massachusetts Railroad Commission for the year ending Sept. 
30, 1876. The various permanent items of the capital account 
were as follows at the close of the year : 
es SEO Ot DREN... non>  chscccdoderccccoseesooeses $20,000,000 


Bonded debt ($28,042 per mile)..........cesccesecvccseces 7,000,000 
SOE GION s no 0 co veh nts0bo0ccdeddsteseececdervacers . 2,146,934 
DOC (GEIS, FEE DOP BAM sn ccc ccd ccccccdcccsccctccce $29,146,934 


The amount charged to construction account for the year was 
$291,180. 
The work of the year was as follows : 























1875-76. 1874-75. Inc, or Dec. P.c, 
Passengers carried.... 5,578,395 5,964,477 Dec.. 386,082 6.5 
Passenger mileage .... 110,644,410 119,720,916 Dec.. 9,076,506 8.0 
‘Tons freight carried... 2,641,274 2,439,472 Inc 101,802 4.2 
Tonnage mileage...... 301,624,788 382,309,789 Inc.. 19,314,999 6.8 
Average rate per pass. 
DOT WH Wa ecccecsecces 2.37 cta. 2.48cts. Dec... Ollcts, 44 
Average rate per ton 
DOF Mile...cccgsecce 2,21 cta. 2,35 cts. Dec.. O14 cts, 6.0 
The earnings from this business were as follows : 
1875-76, 1874-75. Inc. or Dec. P.c. 
PASSONGETS.......++0000% $2,626,692 $2,972,455 Dec.. $345,763 11.4 
Mens: 00:04ne00s eee 3,886,131 4,328,131 Dec.. 442,000 10.2 
Mails and miscellaneous. 561,935 669,368 Dec.. 7,433 1.7 
Total earnings.... $7,074,758 $7,869,954 Dec.. $795,196 10.1 
Repairs of road......... 915,812 1,091,196 Dec.. 175,384 16,1 
“ * buildings.... 80,695 107,172 Dec... 26,477 24.7 
o * engines...... 282,721 306,023 Dec.. 23,302 17.6 
“ © ORR venedacts 478,991 554,757 Dec.. 15,766 13.7 
Transportation expenses 2,813,703 93,188,787 Dec.. 375,084 11.8 
General expenses....... 111,072 123,968 Dec.. 12,896 10.4 
Total expenses.... $4,682,994 $5,371,903 Dec.. $688,909 12,8 
Net earnings............ $2,391,7 $2,498,051 Dec.. $106,287 4.3 
Gross earnings per mile 22,298 24,804 Dec.. 2,506 10.1 
Net aid e ad 7,538 7,873 Dec.. 335 «643 
Per cent. of expenses ... 66.19 68.26 Dec.. 2.07 3.00 
The income account for the year was as follows: 
Net carnings.......cecsceses Scccccvesscnsesoces eeepecectece $2,391,764 
RNa b5'5.0 00006 00-000e0seeese 600650008 6005ees $490.956 
PED Letebprce c6 veces Kidtncveestueses +++» 1,800,000 
Pittsfield & North Adams dividend.............. 27,000 
ere eee 45,000 
—— 2,362,956 
Surplua for the year.........ceeseccees ereeccccceses $28,808 
I Ot MEMES v0 scs55cnebe eGunedbeke ca 40,000 
Surplus at commencement of the year..............ssee00 3,633,588 
Surplus at cluse of year...... ......0+. © eeecccccoces $3,692,396 


Two dividends were declared from the year’s earnings, one 
of 5 and one of 4 per cent. The number of persons in the com- 
pany’s employ at the close of the year was 4,525 against 4,935 
the year before. During the year two passengers were lalled, 
both by their own carelessness; seven employes and 28 others 
were also killed, the others being all persons walking on or 
crossing the track. 

The road worked was the same as the previous year, 201.65 
wiles main line, 47.98 miles of branches owned and 67.65 miles 
of branches leased, making 317.28 miles worked in all. 


Evansville & Orawfordsville. 

The twenty-second annuai report of this company covers the 
year ending Aug. 31, 1876. The road owned extends from the 
Ohio River at Evansville, Ind., northward to Terre Haute, 109 
miles and thence northeast to Rockville, 23 miles. The sec- 
tion from Terre Haute to Rockville, known as the Rockville 
Division, is leased to the Logansport, Crawfordsville & South- 
western. 

The equipment consists of 21 engines;10 passenger and 5 
baggage and mail cars; 423 freight cars; 1 pay, 10 construction 
and 50 hand and push cars. ere was no increase during 
the year, but one engine was rebuilt and one new passenger 
coach and 18 freight cars rebuilt to replace old ones con- 
demned. 

The capital account at the close of the year was as follows: 
Stock and scrip ($7,915 per mile).... 








+o+e $1,044,715 12 

Preferred stock ($758 per mile)......... ee 100,000 00 
Main Line bonds ($8,422 per mile)... ...........s-sese0es 918,000 00 
Rockvilie Division bonds ($6,326 per mile)........... oi 145,500 00 
Earnings invested in construction ($7,067 per mile).... 932,817 74 
Balance of income account.............. Seebseveuveesée 137,979 28 
CANES boos 00a bs cccceecvbcte vee eeeveccececcesese 38,478 48 
Ns icin dos snecea vd atoncdensciead Ceeeseseseeceeee $3,317,490 62 





1876. 1876. 
Capital stock issued.......6..eeeeeeeeeseeeee $5,988,200 $5,826,200 
Funded debt— 
lst series currency 88, due Nov. 15, 1875... Br Pa 277,000 
. os eee 15, 1881.... 298,000 298,000 
aa * «  « Feb, 15, 1887... 432,000 34,000 
4th “ bad «“ « Aug. 15, 1892... 886,000 996.000 
cu debenture 7s, due Oct, 15, 1878..... 603,000 598,000 
Convertible sterling debenture 7s, due April 
UL docaubeedeeihasatiesacestsieccsess)  SOAN0D 144,000 
Amount receiv: cars leased........ 385,400 359,400 
Balance of accounts and bills payable. ...... 114,441 Bi? epee 
Total liabilities. ........-ssesseeseeeees $8,861,541 $8,932,600 
‘Surplus (invested in com ’s assets) guar- 
antee to provide in dispute 
and ui Od ACCOUNE «1... cece ee eeeeees 175,000 120,000 
‘hin fund to represent 
tion and Mivadscncdgoes 400,000 300,000 
Balance at credit of income account.......... 2,231,249 1,904,790 
Total. ..cccscccccccccce secsccsesccceces $L1,067,790 $11,257,390 
There thus been within the year an increase of $112,000 
‘in the ca stock, a decrease of $389,000 in the 8 per cent. 
bonds, an increase of $5,000 in the currency debenture 78 and 
of $60,500 in the convertible sterling 7s—on the whole an in- 
crease of $112,090 in the etock and a decrease of $328,500 in the 


The cost of road and equipment was $3,141,032.86, or $23,797 














1875-76. 1874-75. Inc. or Dec. P, ¢, 
P. ger train mileage ....... 146,921 va bo ebeweessnee oaua 
Freight train mileage.......... DE.” ‘eetbens. aennentadse 
Construction and switching 
CP ckvs sdavoteddbcocveess TR * iv ives si daSinvoey eid 
Total train mileage........ 363,423 363,826 Dec.. 403 0] 
Passengers carried............. 130,269 126,279 Inc.. 3,990 32 
Passenger mileage ............ ee a ee Or era re eee ick 
Tons freight carried...... ..... 221,833 211,000 Inc..10,833 61 
Average passenger train load... 28 43 Mebhidioe! ites wie boeee is 
Average receipt pec passenger 
WOE NER ved cnsens ennccene yes SSB OU. cusecer coocecvece 
The earnings from this business were as follows: 
1875-76. 1874-75, Inc. or Dec. P. c. 
Passengers........ $162,124 32 $172,702 14 Dec..$10,577 82 6.1 
Freight. .....c.. 302,832 80 290,744 97 Inc.. 12 087 83 4.2 
Express, mail, etc. 26,834 78 27,491 95 Dec.. 657 17 24 
ROMs cc vcone aeeae 18,948 16 19,796 15 Dec.. 247 99 43 
Beth. iccésvi $510,740 06 $510,735 21 Inc.. $485... 
Expenses and taxes 351,578 04 369,309 14 Dec.. 17,731 10 48 
Net earnings...... $159,162 02 $141,426 07 Inc..$17,735 95 12.5 
Gross earn, per 
iss sssaexesan 4,685 69 4,685 64 Inc.. ae sans 
Net earn. per mile. 1,460 20 1,297 49 Inc.. 162 71 12.5 
Per cent. of exps.. 68.84 72.31 Dec.. 3.47 48 


The falling off in passenger earnings was mainly from local 
business. The increase in freight was secured in spite of un- 
satisfactory crops along the line. The income account may be 
summed up as follows: 

No 58. oda re oF 00k 400600 ccee hs vowderetedoceer 


$159,162 02 
Decrease in supplies on hand 


6,978 63 





Mb ee~ vbibbed 60906 b0eussecndbeccksrosekebonsaee $166,140 70 
BOONE s.0.0000000000000008 Coecccoccccececcoces $84,914 05 
Ds ctsssaece ¢oeneesessecse.bunewees 14,540 11 
POU nccuchecad wbdaotbads vesebeccoeersn 1,453 49 


Sundry items charged to profit and loss 643 52 





f 101,551 17 


PNM a és crinkstavidedos wisenscientee VEBbV0e. Se~a vs $64,589 53 

This balance is reprssented by an increase 1n assets of $43,- 
845.04, and a decrease in liabilities of $20,744.49. 

The reduction in expenses was as great as possible with the 
large amount of work required to make track and bridges safe 
from flood. The road-bed was raised for about three miles in all, 
and thoroughly ballasted. There were used in repairs 833 to 
iron rails and 43,000 ties, and 500 tons new iron has been 
bought since the close of the year. The trestle approach to 
White River bridge was rebuilt, five bridges renewed and three 
new iron bridges have been contracted for; the masonry for 
these is nearly completed. 

But one train accident occurred, a train being thrown trom 
the track by a cow, the engineman killed and the fireman hurt. 
A brakeman was killed by falling from a train and man run 
over while asleep on the track. Ko other accidents happened 
during the year. 


Grand Trunk. 


The latest report of this company is for the half year ending 
June 30, 1876, and covers the whole system of 1,377 miles 
worked. During the half year the actual expenditure on 
capital account was only £8,425, but there was charged to that 
account £102,822 discount on new 5 per cent. debenture st: ck 
issued and £29,200 International Bridge bonds redeemable 
July 1, 1876. The credits to capital account were £344,287 for 
new debenture stock, less £17,000 Montieal & Champlain bonds 
retired. The issue of stock was chiefly for the purpose of 
meeting the various preferential securities now due or soon to 
be due. 

The number of passengers and tons carried was as follows 
for the half year: 


1876. 1875. Inc.or Dec. P.c. 

Passengers carried............. 869,549 877,176 Dec. 17,627 0.9 
Tons freight carried........... 1,042,922 880,221 Inc.162,701 18.5 
Average receipt per passenger. 58.80. 68.1344. Dec. 634d. 1.5 
3  WRecccccee 128. 3d. lds. 4d. Dec. 18,14, 8.1 


The average rate per ton per mile was 12 per cent. less than 
in 1875, 28 per cent. less than in 1874, and 37 per cent. less 
than in 1873, The amount of work done, as represented by 
car mileage, was 2344 per cent. greater than in the first half of 

875. 
The revenue account for the half year was as follows: 














1876 1875. Inc. or Dec. P.¢, 
Gross receipts......... «e+e £956,073 £909,075 Inc.. £46,998 5.2 
Less loss on American cur- 
TOMEI ca ovcce cove ctoncere 19,714 15,927 Inc.. 3,787 23.8 
Actual earnings ..... £936,359 £893,148 Inc,. £43,211 4.9 
Working expenses and re- 
PEED Sckscuectpeesehh eo 733,948 701,460 Inc 32,488 446 
Net earnings........ £202,411 £191,688 Inc.. £10,723 5.46 
Deduct postal and military 
revenue due to bondhold- 
OER w cvccccccccccccccssccs 15,878 16,283 Dec.. 405 25 
BAMCS 6 cccciscoccss £186,533 £175,406 Inc.. £11,128 63 
USED GUE TOUSEiicccce TRRREE... cccwadss (csevcsdccsesose ase 
Net balance. ......... £102 oud 
Balance trom last account. . 1,685 oes 
Balance June 30..... GEES ecccvess | tsccns vsovente 


The working expenses and renewals were 78.38 od cent. of 
earnings this year against 78.54 per cent. in 1875. Reduced to 
American currency, the earnings for the half year were $3,620 
gross, and $783 net per mile worked. 

The charges for renewals, however, were £51,370 in excess of 
those in 1875; excluding this the working expenses, charged on 
the same basis as in 1875, were £682,577, or 72.89 per cent, of 
earnings against £701,460, or 78.54 per cent. in 1875, showing 
a decrease of £18,882, or 2.7 per cent. The improvementin net 
earnings on this basis was really £62,092, or 64% per cent. of the 
gross receipts. This additional renewal charge was divided as 
follows: Permanent way and works, £26,712; locomotive eqaip- 
ment, £14,384; car equipment, £10,274. In fixed interest 
charges there was an increase of £13,400, and in rentals £800; 
in interest on temporary loans, etc., a decrease of £3,500. 

During the first half of the half-year both gross and net 
earnings increased largely; during the seeond half the gross 
receipts were nearly stationary with a large increase in traffic 
and consequently in expenses. The passenger traffic fell off 
considerably both in numbers and mileage. The opening of 
the Intercolonial for through business brought very little new 
business to the line. 

The report refers at length to the negotiations with the 
Great Western and their unsatisfactory result. It also speaks 
of the railroad war and the resulting low rates prevailing 
during part of the half year. This is charged entirely to the 
course pursued by the New York Central and its efforts to 8¢- 
cure for itself more than its fair proportion of the throug 
business. The Grand Trunk, like the other through lines, W4* 
forced to protect itself, but the result has been unfortunate for 
all parties, 





